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Helical Springs for Freight Cars. 





Adrian, Mich, Feb. 28. 


To the Editor of the Railroad Gazette: 

I noticed in the Railroad Gazette of the 18th inst. 
the report of a committee appointed by the Central 
Railway Club, of Buffalo, with diagrams, showing 
what in their opinion are the proper proportions for 
helical springs suitable for carrying freight cars of 
various capacities. The committee are entitled to 
credit for what they have done. Some of their 
recommendations cannot be supported by past ex- 
perience. 

“The cautious age suspects the flattering form and 
only credits what experience tells,’ and 20 years’ ex- 
perience in the use of the round-bar coil springs tells 
me that coil springs made of two smaller bars of 
steel are more elastic, consequently more durable 
than a spring made of one large bar. The process of 
tempering affects the smaller bars to a greater degree 
than the larger bars; using the smaller bars requires 
a little more steel to carry the same load than a 
spring made of one large bar, but the extra cost in 
steel put into the two-coil spring is well invested. 

In this connection I am reminded of some two or 
three hundred stock cars built for a large shipper of 
live stock. The springs under those cars (full ellip- 
tics, made according to the directions of the shipper) 
were 36 in. long to centers, 11 in. over all, four plates, 
314%x¥% in. steel, and the result was what every man 
of experience would say. The steel was too thick; 
the springs did not break because of their weakness, 
but from the rigidity of the steel. If those springs 
had been made of six plates, instead of four, of 4} 
steel, there would have been economy in the end. 
The same principal is involved in the helical spring— 
a little more weight of steel. Also a greater service. 
I think spring makers will support me in what I 
have said. 

Now for the owtside diameter of helical springs: 
If possible do not make them less than 6 in., outside 
diameters; then they can be made 7 in. high. I notice 
a great many springs in use that are 5% in. outside 
diameter, 7 in. high, one coil, that do not retain their 
perpendicular when the car is loaded; they have not 
base enough to support them. 

In discussing this subject of helical springs I am 
reminded of the benefit that this kind of spring has 
been to the railroad world financially, their adapta- 
tion to the service required, the small amount of cost 
to equip a car with springs equal to any capacity. In 
the Spring of 1874, the Lake Shore & Michigan South- 
ern built 200 64-barrel oil cars 34 ft. long. 
At that day rubber springs and steel springs, half 
and full elliptic, were the kind in use. Rubber 
springs were put under the oil cars, 120 lbs. per car, 
at $1 per pound. In 1878 the same railroad com- 
pany had 700 box freight cars built, same capacity 
(30,000 Ibs.) as the oil cars. These cars were equipped 
With the Culmer helical springs, costing about $18 per 
car, 7 cents per lb. To-day the same helical springs 
for a car of 60,000 Ibs. capacity will cost about $12. I 
make the above statement to show what a change in 
cost one article of commerce has brought about. 

JOHN KIRBY. 


The Construction of Ballasted Trestles. 





Louisville & Nashville Railroad Company, | ) 
Louisville, Ky.. Feb. 12, 1898. | 


To the Editor of the Railroad Gazette: 

I have read the article which appears on page 905 
of your issue of Dec. 24, 1897, under the title ‘‘Lee’s 
Gravel Roadbed for Railroad Bridges,’’ and have 
occasion to know that the advantages claimed for 
this character of trestle construction are fully sus- 
tained by the practical workings of such construc- 
tion. 

The article in question is misleading, however, in 
a very material respect. While it does not in terms 
say that the idea originated with Mr. J. M. Lee, yet, 














ened by putting in additional stringers without dis- 
turbing the roadbed or existing stringers. The two 
trestles over Big Dog and Little Dog Rivers have 
been so strengthened, so as to conform to the in- 
creased rolling loads which they have to now carry 
as compared with what they carried twenty years 
ago. 

These trestles, which were built of creosoted yellow 
pine, after having stood for twenty are now 
apparently in as sound condition as when built, and 
we hope to get a good many more years’ service out 
of them. 
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in stating that “The trestle bridge floor designed had eight crecsoted 7-in.x19-in. stringers; four ad- 
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by Mr. J. M. Lee, Superintendent of the Houston & ditional untreated stringers have been added on 
Texas Central, and which has been in use on that account of increased rolling load. The cross-planking 
road for the last four years, has been patented by on top of stringers is three inches thick, and the 


him,’ the impression is conveyed that the idea was 
first known to and put in use by Mr. Lee and that 
the first use ever made of the plan was on the Hous- 
ton & Texas Central Railroad within the past four 
years. 

As a matter of fact, we have had in use on our 
road for twenty years the plan for which Mr. Lee 
secured a patent Nov. 2, 1897, and for which he ap- 
plied for a patent Dec. 29, 1896. 

On the New Orleans & Mobile Division of our road 
are two trestles, crossing Big Dog and Little Dog 
Rivers, which were built in 1878, and the construc- 
tion of which is along lines identical with those 
which Mr. Lee has attempted to patent. I have 
thought so well of the plan which was employed in 
1878, as to the two trestles above referred to, that I 
have not only caused other trestles on our railroad 
to be constructed according to that plan, or accord- 
ing to slight modifications of the plan, but contem- 
plate making extensive use of the plan in the con- 
struction and reconstruction of trestles in the future. 

At the time Mr. Lee applied for his patent, on Dec. 
29, 1896, the plan which he sought to protect by his 
letters patent had been in public use for almost, if 
not quite, twenty years; hence, his plan was not 
in fact a patentable one under the laws of the United 
States having reference to novelties which may be 
patented. As I understand it, a public use for more 
than two years prior to the date of his application 
for letters patent would have destroyed its patent- 
ability, and certainly such use for almost twenty 
years before he applied for his letters patent would 
have as great or a greater effect. 

I may add, that I have found a further advantage 
in the maintenance of the character of trestle under 
consideration, viz.: that it can readily be strength- 


ballast is confined by guard rails the same as Mr. 
Lee’s plan. 

I take pleasure in inclosing with this communica- 
tion a blue print of our present standard creosoted 
floor for trestles on a tangent, and less than 100 ft. 
in length. Each stringer is made up of two pieces 
3-in.x16-in., with a view of creosoting them more 
thoroughly than can be done with a solid stick. They 





Pian of Stringers. 


are two panels long, held at the center by a bolt 
which passes through the cap. The stringers are so 
arranged that it is unnecessary to cut the sticks at 
the ends if they are found too long, as it is very 
objectionable to have to do any cutting or fram- 
ing of the timber after it has been creosoted. 

R. MONTFORT, Chief Engineer. 





“Classification” and the Engineer’s Duty. 


Chicago, Feb, 19, 
To the Editor of the Railroad Gazette: 

In your issue of Feb. 11, under the title, “The Mass 
Diagram in Earth Work,” Mr. J. T. Richards (P. EK 
R.) said: 

We pay for the material taken from the excavation 
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and nothing measured in the fill. We also avoid classi- 
fication as far as practicable, i. e., the contractor takes 
rock and earth and everything he finds in the cut, all at 
the same price per cubic yard. In some cases I have 
put railroad work under contract at a price per mile, 
for all graduation complete, ready for the ballast and 
track. This further simplifies the matter and eliminates 
completely all classification and price per quantity of 
material moved—and has the advantage of enabling 
those interested in building a railroad to know to a 
certainty what it will cost as soon as it is placed under 
contract to a responsible contractor. This I would 
recommend where the grading is light. For very heavy 
cutting and filling, with bridge work, it is a little too 
general. io 

Contractors are not ignorant by any means. They are 
generally shrewd, intelligent business men—that is, a 
successful and reliable contractor—and to-day, to make 
himself fully equipped, associates himself with an en- 
gineer; so the two are found to be a little more than 
equal to the engineer on tthe other side of the con- 
tract. So it is well to eliminate the old method of 
classification for earth, loose rock, solid rock, and hard 
pan, so common to all of us, and it will save us from 
much discussion and difficulties, often very hard to set- 
tle, and not infrequently ending in the courts. 

The elimination of classification throws the burden 
of determining what is beneath the surface soil upon 
the contractor. Engineers will generally say that the 
best time to determine what is under the ground is 
when excavations are being made, and if a con- 
tractor has to pre-determine this question, he will 
have to allow sufficient margin in his figures for the 
uncertainty; otherwise, his examination means a 
large outlay, and not only for the successful, but for 
all the unsuccessful bidders. 

The advantage of enabling those interested in the 
building of the road to know exactly what it will 
cost seems to bring out, by inference, that they do 
not know what it will cost the contractor, and, 
possibly do not care, so long as his sureties are re- 
sponsible parties. 

The other reason stated “that it saves much dis- 
cussion and difficulties, not infrequently ending in 
the courts,” also suggests that the contractor is in- 
vited to take a risk which appears to be too great 
for the company to assume in preparing a specifica- 
tion with classification, to be interpreted by its chief 
engineer, as umpire, between the parties. 

The more definite the specifications are as to the 
character of the work to be performed, the closer 
contractors will figure, and where any solid rock 
is expected to be found, the lumping together of earth 
and rock of uncertain quantity, at one price, will 
generally result in an extra amount being paid for 
the greater risk. 

It does not seem as if it could be the object of the 
contractor, in employing an engineer, to over-balance 
the other side of the contract. Railroad engineers 
generally will not accept the statement that they are 
parties to the contract. A more common understand- 
ing is that, aside from his personal obligation to tie 
railroad company, which employs him to lay out the 
work, the engineer stands between the parties as 
much in the interests of the one as of the other, to 
see that the conditions of the contract are fully and 
fairly carried out. The railroad company, as also 
the contractor, has agreed to abide by his decision, 
and when an engineer discharges his duty as a 
disinterested party, there is little danger of ‘‘differ- 
ences being settled by the courts.” 

It is quite likely that most contractors who em- 
ploy engineers have a desire to bring to their work 
that kind of intelligence which will best aid them 
in executing a piece of work which is under the 
guidance of another engineer, and not from any de- 
sire to over-reach or embarrass the company’s en- 
gineer. 

Many contractors would not have an engineer if his 
presence was in any way objectionable. His duties 
are generally such as to supplement those of the 
company’s engineer, rather than to criticise and 
obstruct. 

Definite specifications and the absence of a spirit 
of antagonism between contractors and engineers 
are quite sure to result in the most economical work. 
Engineers and contractors should both work to reach 
a higher plane in these matters. 

ELBRIDGE H. BECKLER, 
Civil Engineer. 





Mr. Acworth’s Notes on American Railroads. 


Following are extracts from an article in the ‘“Lon- 
don Times” of Feb. 9, written by ‘‘A Correspondent” 
who will, no doubt, be recognized by many of our 
readers as Mr. W. M. Acworth. 





Ten years ago a comparison between English and 
American express speeds would have been out of 
the question. But to-day, while the quantity of our 
fast and very fast trains is still quite unmatched in 
the States, it must be confessed that the quality of 
the very fastest American trains is such as we can- 
not pretend to equal. There are fewer first-class ex- 
presses, unless it be between New York and Philadel- 
phia, than we are accustomed to here, and many 
trains are called express which only run at 35 or 38 
miles an hour. But the best expresses are very good. 
Between New York and Washington, for instance, 
the Royal Blue line does 228 miles in 5 hours, in- 
cluding the steamboat transit across New York har- 
bor. So, too, the New Haven covers the 232 miles 
between New York and Boston in 5 hours. With 
these two performances may fairly be compared 
Paddington to Torquay, 220 miles in 4h. 55m.; St. 
Pancras to Hellifield, 23144 miles in 4h. 58m.; King’s 
Cross to Darlington, 232% miles in 4h. 44m.; Carlisle 
to Aberdeen, 240 miles in 4h. 58m. Thus far England 


holds its own. But there are three trains in America 
against which none that we have here can be fairly 
matched. Most wonderful of all is the Atlantic City 
express of the Reading Company, which ran last 
summer during the holiday season from Philadel- 
phia to Atlantic City 56% miles, including a mile of 
steamboat ferry across the Delaware River, in 1 
hour, * * * 

The natural service to compare with this is that 
from London to Brighton. The Brighton train runs 
direct from the London bridge terminus, and the 
distance is six miles less. Yet the best express takes 
65 minutes as against one hour to Atlantic City. On 
the Brighton express the minimum fare is 8s. 6d.; to 
Atlantic City the fare is $1, or less than half. The 
Empire State Express of the New York Central runs 
the 440 miles from New York to Buffalo in 8% hours. 
The East Coast best train to Perth, 441% miles, takes 
9 hours, while the West Coast takes 21 minutes 
longer. The American line has probably some slight 
advantage in gradients, but I confess to thinking 
that the difference of gradients, such as it is, would 
make practically no difference if the American en- 
gines were set to haul the English trains. The 
American locomotives are so enormously powerful 
that moderate gradients produce no apparent slack- 
ening of speed. An American superintendent expects 
his engines to be able not only to keep but to make 
up time, however fast they may be booked. The 
Empire State train is allowed 80 minutes for the 68% 
miles from Rochester to Buffalo, the last three miles 
of which are through the streets of Buffalo itself. 
The day I traveled by it we left Rochester six min- 
utes late, and, n spite of a bad check bringing us 
down to walking pace at a point where the line was 
being slewed over, we drew up at Buffalo station 
two minutes before time. 

On this run I had a good opportunity of satisfying 
myself that American engines, whether the cause be 
their more flexible frames, their equalizing levers, or 
possibly even the more elastic permanent way, do 
indubitably ‘ride’? more smoothly than our English 
locomotives. From notes jotted down in the “cab,” 
which I can now read, as I then wrote them, without 
any difficulty, I see that for 21 consecutive miles our 
speed ranged between 70 and 80 miles an hour; for 
the whole 21 miles our time was 16% minutes, or an 
average of about 75% miles an hour. Good as this 
was, I think the previous run of the same engine, 
Syracuse to Rochester, 801-3 miles, in 80 minutes, 
start to stop, Was even more remarkable. , 

I returned to New York by the “Black Diamond” 
express of the Lehigh Valley. It was rather a shock 
to my English ideas to be presented by the con- 
ductor to the driver as “a man who has got leave to 
come on your engine.’” But the genial reception of 
the “‘engineer,’’ who, pulling off his gloves, shook me 
warmly by the hand and gave me his visiting card, 
at once consoled me. In this case the time allowed 
was 9h. 38m., but the distance is 74% miles further 
than by the New York Central. There are 11 inter- 
mediate stops, as against four, and the line, instead 
of following the level valleys of the Hudson and 
the Mohawk, has to climb over three summits of 924, 
1,141 and 1,759 feet, respectively. The weight of the 
train was 165 tons, except for about 100 miles, during 
which the addition of an extra Pullman car brought 
it well over 200 tons. We were five minutes late in 
starting, and before we had gone very far we were 
stopped by an axle box on the Pullman car heating. 
The natural result was that we reached Geneva, 
about 100 miles from Buffalo, 12 minutes late. Thence 
to Sayre, 734% miles, we were timed to take 86 min- 
utes, but we covered the distance in 74, and so came 
in exactly to time. I had timed 20 miles in different 
places done at speeds of from 72 to 80 miles an hour. 
But soon after leaving Sayre we were brought up 
short by a broken-down freight train. But a rope 
was quickly brought, one end of it fastened to the 
wrecked cars, then the other end run through a 
snatch-block, made fast to a conveniently adjacent 
tree, and thence carried to the locomotive. A gentle 
pull by the engine, and the cars fell over on their 
sides into the ditch, and our road was clear again; 
but we were 33 minutes late. Then we set to work 
again to recover our lost ground, till, finally, we 
reached Jersey City only 15 minutes late. We had 
come in the last 77 miles from Easton in 79 minutes, 
as against 90 minutes allowed in the time book, and 
we had stopped at two important intermediate sta- 
tions, 

Admirable as these American trains are on paper, 
they are yet more admirable in practice, from the 
fact that they run with almost absolute punctuality. 
Few English railway men will be found to deny that 
punctuality is the weak point in our services. Every- 
where in America I found that, whether by officials, 
train staff or by the traveling public, punctuality 
is taken for granted. And, if I may judge by my 
own experience after traveling some 6,000 miles, it 
is so taken with good right. We are told that punc- 
tuality in England is more difficult of attainment, 
owing to the crowded condition of our English main 
lines. With all respect, I think the facts are the 
other way, and that on the whole the attainment of 
punctuality is a greater feat in America than it 
would be here. Granted that our main lines have 
more trains on them than the great American roads, 
I am sure they have not more traffic. The Midland, 
for instance, probably brings on an average 10,000 
tons of coal a day up to London. Under English 
methods this implies at least 25 trains. The Penn- 
sylvania or the New York Central would haul the 
same load in six or seven trains. On the Pennsyl- 
vania, for instance, I counted the cars—not our lit- 
tle trucks, but 30-ton cars—on three trains which we 
passed in succession, each hauled bv one engine. 
The first train had 70 loaded cars, the second 67, 
while the third had 91 empties. Yet I was told that 
in order to still further concentrate their traffic into 
few units the Pennsylvania has determined to ad- 
vance from 30-ton to 50-ton cars. 

A train running without a stop from London to 
Crewe, does, in fact, run the whole distance at full 
speed. Between New York and Albany (143 miles) on 
the Empire State Express there is no booked stop, but 
we slacked down eight times; and this is a fair sam- 
ple of what American engines have to contend with. 
The best expresses of the New Haven road are al- 
lowed 1% hours for the 73 miles between New York 
and New Haven. Having seen with what consum- 
mate ease this was accomplished, I said to the presi- 
dent: “Why do you not quicken your timing?” The 
answer was convincing: “Because there are six 
drawbridges en route, any or all of which may be 
open against the train, so that we are bound to leave 


a good margin.” 


On the whole, then, I believe it is true to say not 
only that American trains are punctual, but that 
they are punctual in spite of difficulties even greater 
than those our railways have to contend with. 








Locomotive Fire-Boxes and Slide Valves. 





The Institution of Civil Engineers (London) on Feb. 
8 had its attention called to investigation of important 
questions occurring in locomotive practice. Two 
papers were read on the subject, one on “The Se- 
curity of Some Locomotive Fire-Boxes,”’ recorded the 
results of experiments undertaken by Mr. W. Thow, 
M. Inst. C. E., to investigate the cause of the fail- 
ure of a copper fire-box in a locomotive boiler which 
had been six years at work, and which had made 
210,800 engine miles. The fire-box was of ordinary 
design and modern dimensions, and belonged to one 
of a set of ten engines constructed in the end of 1889. 
Nine roof-stay bars were employed to support the 
recf-plate, and they were tied in twelve places by 
links and pins in the usual way to angle-bars riveted 
to the semicircular iron crown-plate. The copper 
plates in the roof, back and sides were one-half inch 
thick, and were stayed in the usual manner, the 
former to the roof-bars by set-screws and the back 
anc side plates to the outer shell by copper stays 
placed at the ordinary pitch of four-inch centers. 
The working pressure in the boiler was 150 pounds 
per square inch, and the safety-valves were found, 
after the collapse, to be in good working order for 
that pressure. The two lead plugs were found intact 
and the plates had not been overheated, nor were 
there signs of shortness of water. The nature of 
the fractures in the copper plates distinctly showed 
the material to have been of good quality. The de- 
tails, including the foundation ring and the fire-hole, 
were of ordinary types, the sides and roof were in 
one place, and copper rivets were used in the joints of 
the tube and back-plates with the usual lap and 
pitch; there was, in short, no special feature in its 
construction or proportions to deprive the fire-box 
of a character thoroughly representative of many 
locomotive fire-boxes now built or in service. In- 
deed those of some modern engines, working at con- 
siderably higher pressures, were larger, and were not 
better, if indeed so well, stayed to sustain greater 
loads than this box had to carry. 

The immediate defect which permitted the failure 
was the fracture of several of the copper stays of the 
two top rows through the fire-hole plates. The back 
copper plate, when unsupported by efficient copper 
stays, folded into corrugations, under the load which 
the ends of the nine roof-stays transferred to it, and 
which the vertical links and pins between them and 
the crown-plate angle-bars were not strong enough to 
restrain. The links and pins were torn apart and 
sheared in two, some of them at the time of collapse 
and some previously. The resistance of the copper 
tube and back-plates, in their capacity of columns or 
beams, was the main element in the effective strength 
of a fire-box, but they were supposed to be aided 
in that resistance by the tensional and shearing 
strengths of the connections between the roof-stay 
bars and the semicircular crown-plate, when such 
ecnnections were brought into use. 

The results of the author’s experiments upon test 
pieces of the shape to test the several strains in 
question showed that even when the links, pins and 
angle-bar connections between roof-stays and crown- 
plate were numerous, as in the case of the fire-box 
which failed, little reliance could be placed on their 
strengths should sufficient movement in the copper 
plates place a load on them. The main reliance 
had to rest on the resistance of the copper back 
and tube-plates themselves in most of the cases 
where roof-stays were used in the longitudinal di- 
rection. Indeed, the roof-bar sling-stays were some- 
times so loosely and ineffectually applied as to jus- 
tify the conclusion that they were not considered 
by their designers as essential to the safety of the 
siructure, but merely as details which it was well 
to provide to meet contingencies. They could not 
come into play until considerable change of form 
in the copper plates had taken place; and, in as- 
sessing the aid to be expected from even the most 
efficient sling-stays, the effect of the difference of 
expansion due to the temperature of the copper and 
iren or steel plates must not be overlooked. In con- 
sequence of this difference, the sling-stays were often 
not loaded at all. Such might be the case when 
raising steam, or when the circulation of the water 
was sluggish. Indeed. this was recognized and 
purposely provided for by the general adoption of 
oblong holes in roof-bar sling-links, by loose stirrups 
or other similar means, designed to permit the free 
upward expansion of the copper box, independently 
of movement in the outer shell. The copper plates 
must alone sustain the whole of the load from th: 
fire-box roof, and the factor of safety must indeed, 
for some fire-boxes, be very low. 


SLIDE VALVES. 


A paper on “The Friction of Locomotive Slide- 
valves,” by Mr. John A. F. Aspinall, M. Inst. C. E., 
embodied the results of experiments by the author 
upon the friction of slide-valves resting upon a hori- 
zontal face, in a Lancashire & Yorkshire Railwayv 
Company's engine, fitted with Joy valve-gear, ia 
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continuation of experiments which he had described 
before the Institution in 1889, upon slide-valves with 
a vertical face. The recording apparatus, which was 
similar to that used by the author in his previous 
experiments, consisted of a hydraulic piston and 
cylinder fitted with oil and interposed in the link ac- 
tuating the valve under test, the pressure of the oil 
being recorded by a steam engine indicator. Simul- 
taneous records were taken of the friction diagram, 
the steam chest diagram, and the steam cylinder dia- 
gram. 

Two kinds of valves were experimented with; one, 
an ordinary D valve made of phosphor-bronze, and 
the other of the Richardson type, with open back, 
made of cast iron, the strips and the fixed plate, 
against which the valve slides being also of cast 
iron. A tabular statement gave the leading par- 
ticulars with regard to steam pressures, and other 
peints of importance; the coefficient of friction found 
in each case being given. Thirty-one sets of dia- 
grams were taken with the D, phosphor-bronze 
valve, the average coefficient of friction being 0.0878, 
and six diagrams were taken with the cast-iron Rich- 
ardson valve, the average coefficient of friction being 
0.0919. 

The experiments showed that the friction of slide- 
valves was somewhat greater against a horizontal 
than against a vertical face; the co-efficient of friction 
found in the 1889 experiments for valves on a ver- 
tical face was 0.068, while in the experiments dealt 
with in the present paper, the average coefficient 
was found to be, for the unbalanced valve, 0.0878, 
and for the partially balanced valve 0.0919. There 
was considerable advantage in having to overcome 
a force of only 854.8 pounds for the balanced, as 
against a force of 1946.18 pounds for the unbalanced 
valves. 








Brooks Locomotives for Corea, 





issue of March 12, 1897, we described at con- 
siderable length the projected railroad from Seoul to 
Chemulpo in Corea, that description having been 
written by Mr. Dye, a young American engineer who 
had made the surveys for this railroad. As related in 
that article, the concession was secured by Mr. James 
R. Morse, President of the American Trading Co., 
182 Front street, New York. From time to time we 
have recorded the progress in building this road, 
which is now completed. 

The four locomotives which will for the present 
make up the motive power of the railroad were built 
by the Brooks Locomotive Works of Dunkirk, and 
they are nw finished. The engraving shows one of 
these. It will be observed that they are six-coupled 
with side tanks. The dimensions in detail follow: 

Brooks Locomotive for Corea. 
bicls Haleabnlacstendedeedeasmansacucasd 4 ft. 8% in. 
Pte OF COMMBOMIME gcc cccccsdeckceddscdcadvesdasseane Simple 


Kind of fuel to be used Bituminous coal 
WwW eight on drivers..Av’ge, 65,000 Ibs; maximum, es ier 


In our 


Gauge 









* truck wheels ** 10,000 
“ WOULD ices. seeeenc ** a,000: ** “= 78,600 ‘* 
General Dimensions. 

WwW heel base, MMM Eaas ocscecccarcagesletesiacstanctedaa 19 ft. 0 in. 
NUTR ceccctuc exesikevesoucdenocdeuss 12 ft. 3in 
Length over all, engine ........ 30 ft. Lin 
Height, center of boiler above rails sacc FG. 3 im. 
SIGCSE QUOVE FANS. cc cccciscecesoccedsuce ii ft. 2% in. 





Exhaust ports, length 
ss 7 width 


BrIdSe, WIG .ccccsis scccccccsenvcnsess 
Valy es, Kind Of cescccesss 
greatest travel 
be outside lap 
7 inside “ 
Boiler, CUTE OD Sine des dcccconscaccecseuacesuveeds 
working st€am PIreSSUTE ........cccseeeceees 


Total wheel base, 16’ 8”. Driving wheel base, 5’ 0”. 


Driving axles of Sn with journals, 5”x6”. 
Driving boxes of brass. , als : 
Boiler, 48” in diameter, centrally fired, self feeding 


type, being supplied with coal from the top of the car 
roof around the stack through a 10” pipe in the center 
of the boiler. Boiler of steel %” thick, and carries a 
working pressure of 180 pounds to the square inch. 
Tubes of iron, 304 in number, 144” in diameter and 5 
long. 
Fire box 4254” in diameter, and 22” 


The fire box is provided with 12 circulating tubes in 


, 


deep. 

















bs Material I PASEO: 2. .<ccsccaccssicucasecevutoncce Steel 
a thickness of material in po Sarre 36 in. 
G3 tube sheet ......... VW in, 
= Glamoter Of WavTrlscsvcscdccccusvarce ccccsecceces 46 in. 

Seams, kind a | rr er Quadruple 
Ps ** = CIVEUMMICTENUIA] ocscccss sedccccces Double 

Crown sheet stayed with.......... Radial stays 

DIOMNG, GUAMICNOE oie siic penceccdtvcctankedvedcancdedncdcdaned 

Firebox, | ee 

length 

“= width 

ie depth, 
“ WLOUIAR sc cccesens ~o- ccs nancedeadataaceoncaueauas teel 
” thickness of sheets....Sides and crown, % in.; 
back, 5-16 in.; tube, % in. 
UEP ANG ios ccn siden. sccdata coccdeveaacanees On studs 
mud ring, width...... Front, 3% in.; sides, 3 in.; 
back, 3 in. 
Ne water space at top....Front, 3% in.; sides, 4 in.; 
‘back, 4 in. 
Grate) I OR iiciscveds covncccantnvecevctoavaceacvans Rocking 
Tubes, number...... Sud \septecee sendenadecaseaaouneunadnas 122 
” WN OMIOeiis ees: ccucevee ~ececddcudedces Charcoal oo 

« CUBE Rie CINDNIOOE. cicce secueduve edencddedaaudnucde 2i 
se SE ccccee cnceds cdcekew convents No. 13 B. W. G. 
ba buk, 2000400 S0eicannaccddeuvese: seeduaal 9 ft. 1 in. 
Smoke Box. 
Simowe: Paw) GIAWMEGR ssa cons: wecucocesdvuscedsccvetencas 49 in. 
bs ” length from flue sheet..............+. 47% in. 
Other Parts. 

Exhaust Nozzle, single or double.............esseee Single 
ba = variable or re dadese Permanent 
ss diameter.......... 4 3-16 in., 4% in. 
_ " distance of top above centre of boiler. 

13 in. 

Netting, WEG. OF PIES «cos c ncccacduncuckaxcsnceuceutaucs Wire 


..No. 12 gauge; 
2142x2'ein —- 


size of mesh or perforation.. 


Stack, straight or taper 
least diameter 


Ng ereazest *lawaces 
. height above smoke rs eR pee mas senese t 
Tank capacity Raegs Rem aadaceea 

CN oes ee aeoneane 


Special Equipment. 


Smoke box front and door, pressed steel; sight feed 





& TD. TRAC 


obendiie 
rami? 











Heating: surface, firebox...-.,--cacneccusseccncuars 71.2 sq. ft 

én si EE otetccsvaNcs Adabaslaaagen exon 575 sq. ft. 

ee S ROEM Nc cnstresdnas wusteranccse 646.2 sq. ft. 

GEBhO Sera 1... 2. een onadccen cosme nas oe ane ara 12.66 sq. ft 

Wheels and Journals. 

Drivers, SEES  CIRIMNCCOR 6 cio sicscccdcacc tees ctiensacvecdveuane’ 42 in, 

material OE COMES. ccccace acvccsacepes Cast iron 

ELUGIe WHeGIn GUATTIGUER: saconececs ocnoseucdoocacuemenee. 28 in, 

Journ: als, driving axle, size 6in. x 7% in. 

truck 4% in. x 8 in. 

Main crank pin, size 3% in. x 4in. 

Cylinders, Giagmetér.cccssccccccccencesess 14 in. x 22 in. stroke 

EAStOM “DOG, CAM ETORS fac cc oacc. snc ocwasosonerst ceca 25 in, 

Kind Of ‘Piston: FO PACING: oo .c cca sxc cieciesecoccceas 

Main rod, we 






length, center to center 
Steam ports, length eas 
widt. 




















and 8” long 
box, and 


the lower tube sheet, 2” in diameter 
which guide the coal to the center of the fire 
also provide extra heating surface. 

The frames supporting the cylinders 
mechanism are embodied in a swivelling truck which 
forms a support for the forward end of the car, The 
steam pipe connecting the steam chest with the boiler 
is provided with flexible metallic joints to allow for 
the lateral motion of the cylinders 
swivelling motion of the truck. 

A four wheeled swiveling truck acting simply as a 
carrier is placed under the rear end of the car and is 
provided with wheels 30” in diameter and axle jour- 


Watt 


nals 3144”x7 


and driving 


caused by the 


The car — is 32’ 9” over all, with clerestory, and 
is divided into passenger, baggage and engineer's 
compartments. The passenger compartment has a 


with transverse seats 
about 0’ 


24 persons, 
compartment is 
passenger 


seating capacity for 
and aisle. The baggage 
long between the engine room and 
partment, with both of which it communicates. 

A condenser is on the roof of the car into which 
all the steam from the cylinders may be diverted. 

The car is provided with American vacuum brake 
equipment on both driving and truck wheels with up- 
right ejector. 


com- 


























lubricator, Detroit No. 2; injectors, Hancock; brakes, 


steam and hand brakes on all drivers. 








The Baldwin Motor Car for the C., H. & D. Traction 
Company. 





The following is a description of the motor car 
built by the Baldwin Locomotive Works for the Cin- 
cinnati, Hamilton & Dayton Traction Company: 

Fuel, anthracite coal or coke. 

Weight in working order, not including passengers, 
about 48,000 pounds, with about 32,000 pounds on the driv- 
ing wheels. 

Cylinders of Vauclain compound type, high pressure 
54%” in diameter, low pressure 9” in diameter, stroke 12’’. 

riving wheels, 30” in outside diameter. 





Motor Car—C., H. & D. Traction Co. 


Two tanks, each with a capacity of 150 gallons, are 
placed under the car body, from one of which the 
feed water is taken, while the other, being connected 
with the condenser, receives the water formed by the 


condensing steam; but both these tanks are con- 
nected and supply the feed water to the boiler. 
The car was tested on the tracks of the Philadelphia 


& Reading, and in addition to its own weight, pulled 
a box car loaded with oats.- It ran 38 miles at speed 
varying between 30 and 40 miles an hour. The fire 
required no attention and received none during the 
entire run of 38 miles. The operation of the car 
was more free from noise than the ordinary trolley 
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at that speed; rode as smoothly as a Pullman car, 
and the examining engineers made a very flattering 
report of its capacity in every way. : 
The second test was made on the tracks of the Cin- 
cinnati, Hamilton & Dayton on Feb. 22 with equally 
satisfactory results. The car will soon be put in 


xervice. 





Railroad Building in Japan. 
In our issue of Aug. 27, 1897, we published a 
pretty complete article on the railroad building in 





Japan, with a map showing the lines completed, 
those building, and a few which had received tem- 
porary charters. We have now received advance 
sheets of consular reports in which John F. Gowey, 
Consul General at Yokohama, gives as a ‘report some 
extracts from the “Japan Times” of recent date. 
The following we abstract from this article, which 
Mr. Gowey believes was compiled from _ official 
sources. 

Since the pioneer railroad was built between Tokio 
and Yokohama, a distance of 18 miles, in 1872, the 
system has been extended at an average rate of 100 
miles a year, so that at the end of March, 1897, which 
finished the twenty-ninth fiscal year, the total mile- 
age had reached 2,446 miles. During the year just 
ended, no less than 530 miles, approximately, were 
added to the total, bringing the mileage up to 3,000 
miles, in round numbers. 

Of the lines newly opened for traffic during the 
year, the Tokuyama section of the Sanyo Railroad, 
the Iwaki section of the Nippon Railroad and the 
Choshi section of the Sobu Railroad were the most 
important, their combined mileage aggregating a 
little over 120 miles. The other roads on which work 
of building was actively pushed last year were the 
Central Line, the building of which was begun from 
three different termini, namely Nagoya, Hachioji 
and Shinonoi; the Komatsu-Tsuhata section, via 
Kanazawa, of the Hokuriku Railroad and the Fuku- 
shima-Yamagata section of the Tohoku Railroad, 
which will ultimately effect a junction with the 
Aomori terminus of the Nippon Railroad. This work 
is on the Imperial Government Railroads system. 
On the private lines may _ be mentioned the 
section from Taira to Nakamura of the 

branch of the Nippon Railroad; the 
Koriyama-Wakamatsu section of the yanyetsu 
branch of the same road; the Sanjyo-Nagaoka 
section of the Hokuyetsu Railroad; the Kamo-Nara 
and Shijyo Nawate-Kitsu sections of the Kansai 
Railroad: and extending the Tokuyama_termi- 
nus of the Sanyo Railroad as far as Mitajiri. When 
this last-mentioned work is finished, the trunk 
line will be extended to Shimonoseki, which, accord- 
ing to the programme, will be the terminus at one 
end and Kobe the other. On the completion of the 
above-mentioned two sections of the Kansai Rail- 
road, Osaka and Nagoya will be connected with an- 
other railroad service, besides the facility now af- 
forded by the Government Tokaido line. 

Railroad enterprise is also active in Kyushu. The 


coast 


Jyoban 


Hayagi-Omura section and the Sasebo branch of the 
Kyushu Railroad have been virtually completed and 
will be opened for traffic at no distant date. The 
other sections will be completed by June. The in- 
dustry at Hokkaido also claims our attention. The 
work there is in greater part official. The Govern- 
ment railroad building in Hokkaido is divided into 
two periods. The first is to start from the Sorachi- 
futo terminus of the Tanko Railroad, and to reach 
Asahigawa via Kamikawa. From Asahigawa one 
route will go southward to the coast of Kushiro, and 
thence along the coast to Nemuro. The other route 
will divert northward from Asahigawa, and _ will 
reach Soya by way of Teshiwo. The total length 
is about 600 miles. The Sorachibuto-Asahigawa sec- 
tion, we understand, will be opened for traffic by 
May next, most probably. 

On the part of private railroad enterprises in Hok- 
kaido, that of the Kan-Sou Railroad Co. is the most 
important. The project is to connect Hakodate and 
Otaru, a distance of 150 miles, at the estimated cost 
or 8,000,000 yen ($3,984,000). The work of building will 
be finished in about five years. At present the jour- 
ney between Otaru and Hakodate, if made by 
steamer, occupies 20 hours, while, if undertaken by 
the railroad service now available from Mororan, no 
less than 36 hours are necessary. On the completion 
of the Kan-Sou Railroad it will be possible to cover 
the distance in eight hours. 





Ar: English Record of Ninety Miles an Hour. 

In an article which Mr. Charles Rous-Marten pre- 
pared at our request on English single wheelers and 
their performances, he mentioned a record of 90 
miles an hour as having been made on the Midland 
Railway. As this is a record in British practice, 
and as it is a pretty important one, we have pro- 
‘ured from Mr. Rous-Marten the following further 
particulars: 

“In December, 1897, I made a number of runs with 
the new 7 ft. 9 in. wheel engines in order to ascer- 
tain thelr capacity as to speed and otherwise, com- 


pared with the 7 ft. 6 in. engines of the same design. 
Every facility was afforded by Mr. S. W. Johnson 
and other Midland authorities, and the only draw- 
back consisted in the alternately foggy and windy 
weather, both conditions being inimical to extreme 
speeds. Even on the oceasion of the ‘record’ being 
achieved the side-wind during most of the run was 
exceedingly detrimental. In proof of this, I may 
mention that of the total distance (19% miles) from 
Lendon to Bedford (both passing), which it was de- 
sired to run in quicker time than ever before, the 
first 114% miles, to Ampthill, took 40 seconds longer 
than had been the case on a previous occasion. But 
from Ampthill to Bedford the wind was almost en- 
tirely escaped and then excepltiviially fast traveling 
was done. 

“Entering upon this 8-mile length at a speed of 80 
miles an hour, there was soon a rapid acceleration. 
The line is on a falling gradient of 1 in 200 (26.4 ft. 
pei mile), and is recognized ‘as one of the best and 
safest ‘galloping grounds’ in the Kingdom. AS 
each quarter-mile post. was passed the rate steadily 
rose. At length 10.2 seconds—my previous quarter- 
mile record—was reached, representing 88.2 miles an 
hour. This was several times repeated. Then there 
came yet one more slight acceleration, and the one- 
fourth mile was done in-10 seconds exactly. I 
shculd not have accepted this reading had it stood 
alone and unsupported. I never do accept implicit- 
ly any single observation of a mile or quarter-mile, 
whether of my own or anybody else. But the 
next one-fourth mile was identical, again 10 seconds. 
So was the third, 10 seconds once more. That is to 
say, we were running at the rate of 90 miles per 
hour. But here we lost the falling grade, and began 
to rise at 1 in 380, the consequence being that the 
next one-fourth mile fell back to 10.2, and the follow- 
ing quarters successively to 10.4, 10.8, 11.2. Then we 
again encountered the fierce side-gale across the flats, 
and soon dropped below 80 and 70, and even 60, as 
the ascent steepened. But the record for those three 
successive quarter miles is absolutely unassailable. 
That the advantages conferred by piston-valves and 
freer exhaust has much to do with this remarkable 
result, I entertain no doubt whatever.” 








New Boston & Maine Shops at Concord. 

A general description of these shops was given in 
our issue of Feb. 4, the article being published at the 
same time in the American Engineer. The descrip- 
tion is now continued in both papers by a presenta- 
tion of some of the features of the locomotive shop 
and planing mill. 

Locomotive Shop. 

The machine, erecting, boiler and tank shops for 
locomotive work are all in one building. The erect- 
ing shop occupies the central portion of the main 
building, which is 305 ft. long by 130 ft. wide. The 
wings, 30 ft. wide, on each side, are used for the 
machine shop, while the boiler and tank shop occu- 
pies an extension of the central portion of the build- 
ing, 105 ft. by 70 ft. at the south end. This arrange- 
ment is admirable, and is worthy of attention by all 
who are contemplating the building of new shops. 
Its chief merits are concentration of all of the loco- 
motive work in a one-story building, without sepa- 
rating the parts of the shop unduly; and an excellent 
tiack arrangement combined with convenient and 
efficient cranes, which serve both the main loco- 
motive shop and the boiler shop. The whole plan 
is specially well adapted to electrical distribution, 
and the arrangement of the machinery in two wings 
renders it easy to subdivide the power into favorable 
units. 

The advantages of three longitudinal pit tracks in 
the erecting shop as well as that of extending one of 
them through the entire building from end to end 
have been already noticed. The plan adopted for 
these shops has the additional recommendation of 
placing the locomotives very near where the machine 
work is done. It will be understood that locomo- 
tives are taken into the shop on the center track, 
Where they are dismantled, after which they are 
tuken across to one of the work tracks by the elec- 
tric cranes as illustrated in the accompanying photo- 
graph, showing a locomotive in the air. There is 
room for seven locomotives on each of the work 
tracks, so that 14 may receive general repairs at 
once, and in case ef emergency the center track may 
alsc be used for repair work. 

The rails for the work tracks are laid on heavy 
stringers which are supported by 15-in. brick walls, 
fcerming the sides of the pits. The floors of the pits 
are of brick and are divided into water sheds, with 
drains every 70 ft. to insure dry floors for the work- 
men. At $5-foot intervals pockets made of 16-in. by 
40-in. cast iron bexes are located in the pit walls 
toward the center of.the building and to these are 
brought water, air and steam pipes from the supply 
pipes in the centre pit, the locations being conveni- 
ently near the fire-boxes of the locomotives. The 
pipes supplying these pocket connections pass from 
end to end of the shop through the center pit. The 
filling, washing out and testing of boilers may be 
done without moving them from the work tracks. 
These pits and pockets are shown in the drawings, 
Fig. 1 and Fig. 3, 


At the center of the building a cross pit connects 
the two steam heating coils under the shop tracks. 
This pit, shown in Fig. 4, is used for the heater pipes 
that come into the building through the pit under 
the centre track, and they are also used to convey air 
and water pipes to the sides of the building, along 
which these pipes extend on the roof trusses, tees 
being provided to bring them to the floor at each 
section, so that air and water may be had at many 
points about the building. 

The numerous and easily accessible benches are 
werthy of notice. There are eight on each side of 
the shop, and their close proximity to the engines 
undergoing repairs is a matter of considerable im- 
portance. They are placed between the crane sup- 
ports, every other space being left vacant for gang- 
ways. The toolroom is about 20 ft. by 45 ft., and is lo- 
acted on the west side, near the centre of the build- 
ing. South of this are two large vise benches, be- 
yond which is the air-brake room, 20 ft. by 20 ft., with 
provisions for holding 30 pumps at once. 

The floor of the shop is of concrete, over which 
rough planks are laid in hot pitch, the top course 
of the floor being of boards 1% in. thick. 

The motors for driving the machinery in the 
wings are near the center doors. The one on the 
east side, which drives the heavier machinery, has a 
capacity of 30 H. P., while that on the west side, 
driving the lighter machinery, is 20-H. P. This gives 
twe power units as far as the motors are concerned. 
They will be fully described later. The shop is 
again divided into north and south sections on each 
side by means of Worrall clutches on each side of 
the driving pulleys, which gives four shaft units, any 
of which may be disconnected when not in use, and 
the friction of the shafting as a load on the gene- 
rators saved. While a more minute subdivision 
may appear desirable, it was not considered advis- 
able for two reasons—the machinery could be so 
grouped as to make it usually necessary to run a 
whole or nearly a whole group at the same time, and 
to supply small individual motors to each machine or 
toa small group would considerably increase the cost. 
The cost of a small motor is much greater propor- 
ticnately to its size than that of a larger one, and 
even if the larger motors must run lightly loaded 
at times, this plan was thought to be the most con- 
venient for this case. One of the best features of 
electric distribution is that with the plant once in- 
stalled any number of plans may be tried, and if 
further subdivision appears advisable, there is noth- 
ing to prevent carrying it out. With a motor to 
each machine the power, considered individually, is 
so small that the cost for motors would be enormous 
and not warranted by advantages gained. 

The line shafts run at a speed of 200 revolutions a 
minute, and all four of the sections are practically 
alike. The first length on each side of the clutches 
is 12 ft., followed by eight lengths of 16 ft. The sup- 
perts are double brace drop hangers, each placed 
+ ft. on either side of the trusses, or 8 ft. apart. All 
main-line shafting in this building is 2 11-16 in. in 
diameter, except the head shaft,, at the clutches, 
which is 2 15-16 in. The motors are mounted on 
wooden frames, to raise them from the floor, and the 
switches and fuses are conveniently arranged. 

The grouping of the machine tools was done with 
a view tu economy in use of power when an emer- 
gency necessitates running at night or on Sundays. 
It will be seen that an ideal arrangement must exist 
somewhere between the single motor and the indi- 
vidual motor plan, and that the arrangement of the 
tools has much to do with this question. The north- 
east section is occupied by planers, shapers and 
milling machines, and from the drawing it will be 
noticed that as much space as possible was left be- 
tween the machines. One of the heaters is located 
in this section. The southeast section is wholly 
given up to the wheel and axle work. The driving 
wheel lathes are near the east wall and directly oppo- 
site is a 300-ton hydraulic wheel press. Just beyond 
these are the axle and crank-pin lathes, and the hy- 
draulic car wheel press, while opposite these are 
the car wheel boring mills and wheel lathes. This 
work is kept in one section, because wheel work 
forms the most important class of repairs; many el- 
gines come in for this work that are in fair condition 
ctherwise. The northwest section has the engine 
lathes in two double rows, with universal drills, 
milling machines and boring mills at the south end. 
The water closets are located at the south end of this 
section, as shown on the plan. The southwest sec- 
tion, besides providing for the tool room and air- 
brake room, contains the brass working tools and 
bolt cutters. The bolt cutters are so arranged as 
to admit car and tender truss rods 40 ft. long. At 
the vise benches, between the tool and air-brak« 
rooms, 18 men are accommodated. 

The boiler and tank shop is at the southern en| 
of the erecting shop. The shafting and machinery 
is driven from the southeast section of the machin: 
shop by tight and loose pulleys, except the larg* 
rolls, which are driven by a direct-connected 20 H 
P. Westinghouse motor. The tools in this shop arc 
ail modern, and their locations provide for handling 
large boiler plates, some of which are 8 ft. by 28 ft. 
There are flange and straight punches, @ plate 
planer, rolls, drills and bending clamps, The heav. 
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lifting in this shop is done by the large electric idea of their arrangement. This shop is lighted by equipment was furnished by William Sellers & Co. 


cranes, while pneumatic hoists, post cranes and run- 28 arc lamps and there are also 75 incandescent of Philadelphia. The crane bridges are of steel, 
Ways are employed throughout the shop for light lights in use about the machines and locomotives. the spans of the bridges being 66 ft. 4 in. from center 
work. The west side of the boiler shop is left vacant “lectric Cranes.—In the previous article we gave tocenterof the carrying wheels, while the lift is 25 ft. 


where the flue a half cross section of the locomotive shop, showing lHach crane has one trolley, with a lifting capacity of 


except at the extreme south end, 
lowering speed of 12 ft. 


scarfing, welding and testing machines are placed. the crane supports, which are independent of the 60,000 Ibs., a lifting and 
The flue rattler is outside the building near this posts of the building, and bring the tops of the per minute under full load, a bridge traveling speed 


corner. traversing rails 24 ft. above the shop floor. This of 200 ft. per minute, while the trolley travel is 100 




















Fig. 7.,—Passenger Car Paint Shop. 
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fi. per minute. The trolley is also geared to handle 
loads of 6,000 Ibs. at a lifting speed of 48 ft. per min- 
ute. 

The bridge consists of two plate girders reinforced 
with vertical stiffening angles at short intervals, and 
carrying upon she!f angles near the lower flanges 
the rails upon which the trolley runs; these rails 
are of ample section and are riveted to the shelf 
angle and bolted through packing blocks to the stiff- 
eners on the cutside of the web. The two girders 
are connected over the top through their’ entire 
length by heavy cross and diagonal bracings, form- 
ing a horizontal girder, and at their ends by diagon- 
ally braced end frames; diagonal struts from the 
cross braces of the horizontal girder to the lower 
chords of the main girder maintain the vertical align- 
ment. Each girder is riveted up complete, but the 
connections between them are secured by turned 
bolts fitting in reamed holes, avoiding the necessity 
of field riveting when the crane is erected. The steel 
used in the bridge has an ultimate tensile strength of 
about 60,000 Ibs. per sq. in., an elastic limit of 50 per 
cent. of the ultimate, and an elongation of 20 per 
cent. in 8 in. The bridge parts are so proportioned 
that the maximum strains will not exceed 10,000 Ibs. 
Fig. 5.—Mounting for 30-H. P Moto per sq. in. in compression and 12,000 Ibs. in tension 


Of the machinery in this shop the Putnam Machine 
Company, of Worcester, Mass., furnished a No. 2 
universal milling machine and the 300-ton hydraulic 
press, The Pond Machine Company, through 
Messrs. Manning, Maxwell & Moore, of New York, 
furnished a 36-in. planer with two heads. The Niles 
ool Works, of Hamilton, Ohio, furnished one set of 
No. 4% bending rolls to take plates 12 ft. long be- 
tween the housings, the rolls being 12 in. and 9 in. in 
diameter, driven, as stated, by a 20 H. P. electric 
motor; a universal radial drill with 5 ft. arm and 
swiveling head, a pair of bending clamps for 12 ft. 
piates and a plate planer to plane plates 12 ft. long 
at one setting, and plates of any length by resetting. 
‘lhe carriage cuts in both directions. Messrs. Long 
& Alstatter of Hamilton, Ohio, furnished a No. 2 
flange punch with a 7 in. throat, capable of punch- 
ing alin. hole in a1 in. plate and having a pull-off 
attachment. They also furnished a single punch 
and shear with 48 in. throat. Messrs. Bement, Miles 
& Co. of Philadelphia, furnished a 46-in. double car 
wheel lathe, used for wheels 42 in. in diameter. This 
has a caliper attachment and it is reported to turn 
a pair of steel tired wheels in 65 minutes. The other 
mechinery is shown on the plan of this shop and the 
lecations and list of tools are numbered to give an 
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with the full load; and due allowance is made for 
strains produced by the inertia of the trolley. A 
foot-board or gallery is provided on one side, run- 
the length of the bridge, affording an 
means of to the bridge motor and 


ning whole 
easy 
scuaring shaft. 

In this crane the two girders are combined to form 
a single compound beam of great lateral stiffness. 
The bridge girders are made to project over the run- 
as to rest thereon in case of accident or 


access 


way rail so 
derailment and, as the drop would only be about an 










































































































































the crane were 


even if 


inch, no harm would result 
carrying the full load. 

is carried upon four wheels, which are 
short the bearings for which are 
both of the and are at- 
to the end frames and bridge plates project- 


The bridge 
axles, 


fust 


upon 
wheels, 


on sides 


1 laced 
tached 


ing from the bridge girders. The vertical thrust of 
the axle bearing is taken upon heavy abutment 
plates, which are riveted to the bridge. The axle 
bearings are provided with grease boxes filled with 
woolen waste One of the axles at each end is pro- 
vided with a large gear wheel connected by a suit- 
able train of gearing with a driving shaft extending 
the whole length of the bridge, supported in self-oil- 

bearings, and the shaft is driven by 


adjustable 
tunted near the centre of the bridge. 


ns 


The 


a motor si 


bridge wheels are 37 in. in diameter on the tread, 
with cast centres and steel tires shrunk.on. The 
wheels are provided with double flanges. The use 
of such large wheels insures easy driving and the 
steel tires form a durable tread. 

The trolley with its hoisting and traversing ma- 
chinery runs on rails within the bridge. The frame 
ov housing is composed of built-up steel beams and 
plates resting directly upon the axle bearings. On 
its upper surface its carries the various bearings 
for the drum shaft and machinery. The trolley 
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wheels are fast upon the axles and are 21 in. in di- 
ameter, steel tired, with double flanges. All the 
pinions in the hoisting train are of steel, and also 
the large gear wheel on the drum. _ All high-speed 
gears have cut teeth. There are no bevels, worms 
or worm-wheels. The Sellers well-known awuto- 
matic retaining clutch forms a part of the hoisting 
trein; its action is positive and noiseless and it sup- 
ports the load securely without any action on the 
part of the operator. 

The hoisting drums have right and left-hand con- 
tinuous grooves. The load is carried on four 
perts of 1 in. chain, which is amply large for the 
work, and has a large factor within the limit of its 
test-proof load; it is of Bradlee & Co.’s. special i 8 
RB. G.” grade. Two chains are used, one end of each 


being fastened to the drum and the other to a fixed 
pcint on the trolley by means of an eye-bolt, permit- 
ting the adjustment of the chains to equal length. 
The chains are laid so that the pressure is brought 
on each link in the direction of its greatest strength, 
and without tendency to deform the chain. 

The hoisting drum and chains are arranged to 
wind in such a manner that the load must always 
raise and lower in a vertical line without tendency 
10 twist the block or to traverse it sidewise, conse- 
quently the most delicate movements can be per- 
formed with certainty. 

Each crane is worked by three two-phase alternat- 
ing motors of the Tesla induction type, furnished by 
the Westinghouse Electric and Manufacturing Com- 
pany. A No. 4 motor is applied to each crane for 
hoisting and lowering, a No. 3 is used for bridge 
travel and a No. 1 for the trolley travel, six motors 
being used for the two cranes. These motors are 
similar in general to those used to drive the shops, 
except as to the winding. The crane motors are 
not of the constant speed type, this feature being 
sacrificed to a certain extent in order to obtain suffi- 
cient starting torque in the lifting of heavy loads. 
The variation in the speed is about 30 per cent. from 
the normal of the constant speed motors of these 
sizes. 

The motors operate on 400-volt circuits with two- 
phase currents having 7,200 alternations. Each 
motor has a Westinghouse controller placed within 
easly reach of the operator. Each motor has three 
fuses and a treble pole knife switch. 

The Planing Mill. 

The planing mill, Fig. 2, was the subject of con- 
siderable study with particular reference to the ar- 
raugement of the machinery in order to avoid all 
ul necessary handling of material. This building is 
by far the most interesting of those of the car de- 
partment, and it will be the only one described in 
detail. 

By reference to the plan shown with the previous 
article it will be seen that one of the yard tracks 
enters the north end of the mill and extends a dis- 
tance of 100 ft. into the building. This is for the 
purpose of taking loaded cars directly to the first 
mechines upon which the heavy work of the mill 
is done. Power is supplied by a 125-H. P. Armington 
& Sims engine, running at a speed of 268 revolutions 
a minute, located in the northwest corner of the 
power house and belted directly to the shafting of 
the mill. This is the only case in the whole plant 
where an engine is directly belted to its machinery, 
and in this case advantage was taken of the favor- 
able location of the mill for the direct connection. 
The shafting of the mill is in 12 transverse lengths 
spaced about 20 ft. apart, except the three lines at 
the north end. All of the shaft lines except three 
ave Worrall’s clutches for the purpose of cutting 
out the friction of the shafts and belts that are not 
needed. The location of these clutches is indicated 
by the letter “A’’ on the plan of the mill, Fig. 2. 
‘he planing mill shafting is 2 11-16 in. in diameter ex- 
cept the head shaft, which is 3 7-16 in., and the lines 
of shafting are belted in series. 

The mill is 300 ft. long by 60 ft. wide, which is a 
favorable shape for handling lumber in a regular 
course from the first machine to the last one used 
upon it, without either placing it upon the floor or 
retracing any of the movements. The location of 
the building is also favorable to economical opera- 
tion, as it lies between the dry house and the car re- 
pair shops. It will be of interest to follow the 
pregramme of operations of certain materials pass- 
ing through the mill. Side sills represent a class of 
parts to which intermediate and centre sills, side 
plates and other long pieces belong. These are 
brought to the end of the shop on push cars or in 
carload lots. The pieces enter the shop through a 
port hole through the wall in the northwest corner 
of the building, as seen in the plan. This port hole 
is provided with rollers over which the timber passes 
on its way to the large Berry & Orton four-sided 
planer (indicated at No. 4 in the plan), which is 
placed 60 ft. from the north end of the shop. Here 
the sills are planed on four sides to the required 
dimensions, and the ends are cut off and squared on 
the cut-off saw, No. 3, 60 ft. beyond the planer, the 
distance being sufficient for timber 70 ft. long with- 
out backward motions. The timber next passes in 
a direct line to the bull-nose tenoning machine, No. 
2, where it is tenoned. It is then placed on horses 
and “laid out,” or marked for further work, where- 
upon it goes either to the combination mortiser and 
borer No. 1 or to the large hollow chisel, mortiser and 
borer, No. 14, for finishing. It passes out of a port 
hele at the south end of the shop and is received on 
a push car for the car shop or loaded into a box car 
for shipment, as the case requires. It will be seen 
that the heavy timbers are neither laid on the floor 
nor zig-zagged about the shop, but pass in almost 
a perfectly straight path from end to end of the 
building. 

Tt would be interesting to follow ‘the course 
draft timbers, which will be sketched very briefly. 
They enter the shop on push cars. They are planed 
on all sides by planer No. 4, cut off square at the ends 
on No. 3, tenoned on No. 2, gained as required and 
the boring and mortising are done on No. 33, which 
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completes them. They pass out of the mill door on 
trucks. 

Much of the heavy car work for the road will be 
done here, and the handling of large quantities of 
such material as freight car flooring has been ad- 
mirably provided for. This material is generally 
2 in. thick. It is brought into the mill on a 
flat car with an empty flat car in front of it. The 
decking is handed to the attendant of the large 
matcher, No. 22, who puts it through the machine. 
A helper hands it to a laborer on the empty car, 
where it is loaded for shipment or for use in the 
repair shop. It would require much space to give 
the course followed by the other parts, but enough 
is said to show the principle of labor saving employed 
here, and to call attention to the great importance 
of planning the arrangement of the machinery with 
a view of making every motion count in the finished 
product. 

Mr. John Chamberlain, Master Car Builder, kindly 
furnished the plan of the mill and Mr. E. T. Miller, 
Chief Draftsman in the Car Department, explained 
its operation. The location of the machinery is 
shewn in the plan and its operation will be clear 
when the different uses to which the machines are 


put are considered. These are all indicated on the 


drawing. 
The power plant and its electrical and steam power 


equipment, the heating and lighting apparatus will 
he described in a future issue. 








Niagara Power at Buffalo. 





Within six months the city of Buffalo will be 
lighted by electricity generated at Niagara Falls and 
received in a new power house at Buffalo. At pres- 
ent the lighting of Buffalo is from dynamos driven 
by steam. In the new station steam will have no 
place. What work cannot be done by electricity di- 
rect from the falls will be obtained from generators 
driven by special motors which will, themselves, be 
driven by Niagara power. All of the appratus at 
present ordered for this new power house will be 
made by the General Electric Company. 

The first contract made with the Cataract Power 
& Conduit Company, covers eleven 250 K. W. air blast 
transformers wound for 1,100 or 22,000 volts primary 
and stepping down to 352 volts secondary. They will 
be fed by two independent sets of cables, so that the 
light and power service may not be interrupted in 
case of a breakdown of one. In this contract are in- 
cluded the motors and blowers necessary to keep a 
current of cold air constantly circulating through the 
transformers and a complete switchboard equipment 
for connecting them to the high voltage line and to 
the secondary circuits. From these transformers the 
current will be delivered to the bus bars of the Buf- 
falo General Electric Company. 

The current from the Falls having a periodicity of 
25 cycles, it has been found expedient to raise this to 
60 cycles in order that the incandescent lights may be 
operated without preceptible flicker. Frequency 
changers or motor generators will be employed, each 
of 400 K. W. capacity. 

The current for the are lighting in the streets will 
be generated by thirty No. 12-125 light Brush arc ma- 
chines; these machines will be set one on each side 
of a 250 H. P. synchronous motor to which they will 
be directly coupled. The low tension direct current 
for small mercantile and domestic power purposes, 
such as running elevators, driving printing presses, 
machinery, etc., will be obtained from two rotary 
converters, each of 200 H. P. capacity. ‘These are of 
the same type as those installed by the General Elec- 
tric Co. in the Niagara Street Power House of the 
Buffalo Railway Company, and will deliver the cur- 
rent at 500 volts. 

The total capacity of the plant will be about 5,900 
H. P. Thirty arc light dynamos will furnish current 
for 3,750 are lamps; the incandescent lights will num- 
ber about 24,000, and the estimated number of small 
motors is 600. The company now lights 2,000 are 
lamps on the east side and 862 on the west, and the 
are light capacity of the plant will shortly be in- 
creased, 








The Microscopical Detection of Oxides in Bearing 
Metals. 





In a previous issue of the Railroad Gazette I called 
attention to the method of testing bearing metais by 
microscopical examination. This method is destined 
to become as important a factor in the testing of 
bearing metals as chemical analysis, because much 
information is obtained by this means which chemical 
analysis cannot show. It is particularly adapted 
for the detection of oxides, as it affords a ready and 
simple means of recognizing this very detrimental 
element. To detect oxides in alloys by chemical 
means is very tedious, to say nothing of the time 
and labor necessary for such an investigation. 

In fusing bearing alloys, which consist of metals 
having great affinity for oxygen, the prevention of 
oxides is almost an impossibility, despite the use of 
charcoal, poling, fluxes and careful manipulation. 
This is especially the case in remelting scrap. The 
absorption and formation of oxides can only be en- 
tirely prevented by the use of powerful reducing 
agents, such as phosphorus, silicon, etc. Phosphorus 
can be used té great advantage, for alloys to be used 


for various purposes, but when used for a bearing 
metal, especially when used in excess, it presents 
serious drawbacks, of which I shall speak later. Ox- 
ides must be present in very large amount to be visi- 
ble to the naked eye upon examination of the frac- 
ture, but when we examine with the microscope the 
smallest particles of oxide are at once detected. 

An exceedingly small amount of oxide renders a 
bearing metal practically worthless so far as anti- 
frictional qualities are concerned, because oxide of 
copper particularly is very hard, and consequently 
presents a cutting point, much as would be the case 
were a hard particle of sand to be imbedded in the 





Fig. 1.—Bearing Metals. 


aloy. These hard spots of oxide are shown in Fig. 
2, and when seen by the aid of the microscope are 
bright red in color and very easily detected. 

Fig. 1 is an alloy having much the same composi- 
tion, showing a perfectly homogenous structure, and 
being entirely free from oxide spots. Alloy No. 1 
shows a union of its component parts by scientific 
cleansing and reduction of all oxide, while No. 2 is 
the result of mere mechanical mixing by fusion and 
stirring, without regard to the reduction of oxide. 
Many of the bearing metals which are to-day on the 
market are made in this manner and are utterly un- 
suited for the purpose. 

Figs. 1 and 2 represent the appearance of these 
metals magnified several hundred diameters, so that 
the actual diameter within the field of the microscope 
is scarcely larger than a pin’s head. The metal 
represented by Fig. 1 was examined over a large 





Fig 2.—Bearing Metals. 


area and found to present the same evenness of 
structure and freedom from oxide in every particle 
of the alloy, while the metal represented in Fig. 2 
showed a lack of homogenity and was studded with 
oxide in every part. The cuts, as I have said, rep- 
resent but a very small portion of the metal, scarcely 
one-eighth of an inch in diameter, but it will be 
seen how great a portion is taken up by the oxide 
when more than a dozen such spots are contained in 
so small an area. 

The examination of bearings for oxide is, there- 
fore, an important matter, and this test should be 
embodied in the specifications of all consumers of 
bearing metals. MICRO. 








The Performance of a Vauclain Compound Engine. 





In our issue of April 5, 1895, were published the 
line drawings of a stationary piece of apparatus pre- 
sented to Purdue University by the Baldwin Loco- 
motive Works, which consists of the cylinders, mov- 
ing parts and first pair of drivers of a 9% and 16 
in. by 18 in. Vauclain compound locomotive mounted 
on a suitable frame, which in turn is attached to a 
foundation similar to that of a stationary engine. 
In our issue of Sept. 20, of the same year, this 
engine was fully described and illustrated, and an 


account was given of the first series of tests run. 
Since that time numerous tests have been made and 
the results of some of the later investigations were 
contained in a paper, “The Performance of a Four- 
Cylinder Compound Locomotive,” presented at the 
last meeting of the St. Louis Railway Club by Mr. 
R. A. Smart, M. E., Assistant Professor of Experi- 
mental Engineering, of Purdue University. AS a 
description with the dimensions of the engine has 
already been published in the ‘‘Railroad Gazette” this 
portion of Mr. Smart’s paper is omitted. The re- 
mainder is as follows: 

The compound locomotive has come into favor 
the United States, but slowly considering the pro- 
gress which it has made on Continental railroads, 
and the well-substantiated claims of economical per- 
formance in certain classes of service in this country. 
These claims are based upon the results of numerous 
road tests and show economies in coal and water 
ranging from 10 to 25 per cent. The road tests have 
nearly all been made in freight service at speeds 
under 30 miles per hour, and are regarded as conclu- 
siye proof of the economy of the compound in this 
kind of service. One of the principal reasons put 
forth against the general adoption of the compound 
locomotive is that owing to a supposed lack of power 
and efficiency at high speeds, it could not be used in- 
discriminately in both freight and passenger service, 
should the conditions of traffic make it desirable: 
also that the compounding of the cylinders produces 
a deficient and wasteful distribution of steam at 
high speeds of rotation. This feature of compound 
locomotive performance has heretofore, so far as the 
writer is aware, not been investigated by means of 
comparative tests. 

It was the purpose of the tests, of which this 
paper is the record, to investigate the cylinder per- 
formance of the compound locomotive at high speeds 
to determine, in particular, the change of power and 
steam consumption with increase of speed. Since 
only the effects of speed on the action of the steam in 


in 


the cylinders was in question, no record of boiler 
performance was needed. 
Two series of tests were made, one with the re- 


verse lever in the first notch off the center, giving an 
approximate cut-off in the high pressure cylinder of 
10 in. and a total number of expansions of 4.8; the 
second with the reverse lever in the second notch, 
giving an approximate cut-off of 11 in. and a total 
number of expansions of 4.2. Each series consisted 
of a number of tests at speeds ranging from 100 to 
270 revolutions per minute. 

The steam pressure under the throttle for the first 
series averaged about 140 pounds; that for the sec- 
ond series about 130 pounds. This, it will be seen, is 
somewhat below that used in the best practice, and, 
while not materially affecting the comparative re- 
sults, would have a tendency to make the engine less 
efficient. In Table I. is given a summary of the ob- 
served and calculated data. 

Table I1.—Summary of <Baerved and Calculated Data. 


Test No. 1 2 4 5 6 7 

Date of Test Apr. Apr. ica Dee. Dee. Dec. Dec. 
(1897). 9, 2. 18. 16. 23. 18. 

Duration of test, 

MHMRUES 200000000 40 40 B 24 30 30 30 
Position of reverse 

lever, notches off 

COMET cccccceccccas 1 1 1 2 2 2 2 
Cut-off, H. P., im 

per cent. of stroke 60.1 60.0 60.0 64.6 68.1 68.0 68.4 
Cut-off, L. P., in 

per cent. of ivan 51.2 52.0 52. 66.5 64.4 67.4 66.8 
Release, H. P., in 

per cent. ofstroke 91.2 88.3 87.0 82.8 84.4 844 883 
Release, L. P., in 

per cent. of stroke 85.2 82.0 82.1 91.0 87.1 884 989.8 
Compression, H. 

P., in per cent. of 

Co) 21.0 17.2 17.0 15.3 146 148 16.1 
Compression, L. 

P., in per cent. of 

BEPOMO occ éscccaxs 23.0 238.1 23.4 28 2.8 17.4 28.2 
Total number of 

expansions .. .... 4.78 4.78 4.78 446 4.65 4.23 4.20 
Revolutions per 

MEG acace. waene 117.0 182.0 250.0 118.0 167.6 233.0 273.0 
Steam pressure, 

lbs., per sq. in...146.0 140.0 141.0 133.0 144.8 136.0 140.0 
Pressure under 

throttle, lbs., per 

ile Sa scdkensuaans 145.0 139.0 140.0 129.0 132.5 132.0 131.0 
Mean effective 

pressure, H. P... 56.24 47.75 43.33 62.23 60.99 60.15 53.8 
Mean effective 

pressure, L. P... 26.30 21.00 18.24 28.69 26.61 19.20 23.40 
Indicated H, 

(one side) ....... 98.0 124.0 151.0 99.9 145.6 169.9 210.7 
Total weight of 

steam, lbs. (one 

GUUGY csccen adcedae 2, 2,888 3,440 1,069 1,706 1,841 2,194 
Steam per I. H. P. 

per hour, lbs..... 23.43 23.27 22.74 26.90 23.50 21.67 20.82 
Per cent. of total 

power developed 

in L. P. cylinder. 57.4 552 6548 52.6 55.6 48.0 55.2 


Table II. shows the variation of mean effective 
pressure, horse power and steam consumption per I. 


H. P. per hour at different cut-offs, with increased 
speed: 
Table II. 
Revolu- Mean effective 
tions Piston Miles pressure, lbs., per sq. in. 
per speed, ft. per per 10-in. Cut-off. ll-in. Cut-off. 
Minute. Minute. Hour. Be: ke Hie kev. 
10 300 18.7 59 36 68 33 
170 510 30.2 48 25 59 B 
220 690 43.1 45 17 56 21 
270 810 50.6 43 16 55 20 


Table II.—Continued. 
Total taGeones Horse Steam Consumption eee I. H. 


Pow P. per hour., | 
10-in. o off. TL. ‘in, A off. 10- *. Cut-off. 11-in, ‘Cut- off. 
23.7 28.7 
330 oa 23.1 23.5 
288 356 22.9 21.7 
324 * 414 La 20.9 
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For the sake of comparison, the results of the tests 
were reduced to the same speed of rotation, the 
actua] tests being run at speeds varying slightly 
from the normal. The item ‘‘Miles Per Hour’ was 
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Fig. 1 


obtained by reduction to a basis of a 63-inch wheel 
to facilitate comparison with a simple engine, Sche- 
nectady No. 1 having wheels of that diameter. The 
figures for indicated horse power given in Table II. 
are plotted in the form of a curve in Fig. 1. 

It is interesting to compare this performance with 
that of a simple engine, working under similar con- 
ditions. In Fig. 2, comparison is made with a 17- 
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in.x24-in. simple engine working in the first and sec- 
ond notches off centre (cut-off of approximately 6 
and 8 inches), and with about the same pressure at 
the throttle. The curves show that after a speed of 
230 revolutions per minute is reached the simple en- 
gine loses more in mean effective pressure by wire- 
drawing and imperfect distribution of steam in the 
eylinder than is gained by the increase of speed, with 
the result that the net power is decreased. In the 
eompound the loss of mean effective pressure by 
speed is constant for all speeds tested, and the horse- 
power curve is a straight line up to 270 revolutions 
per minute. It is to be regretted that the plant did 
not admit of tests being run at higher speeds, which 
would have been the means of determining the point 
at which the power became constant or began to 
decrease. 

the results showing the variation in steam con- 
sumption are plotted graphically in Fig. 3, in com- 
parison with curves for a simple engine. It will be 
seen that the figures from the compound show higher 
economy in the use of steam than the simple engine; 
that not only is the best performance of the com- 
pound far better than the best performance of the 
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simple engine, but that its average economy is also 
much higher than the best performance of the sim- 


ple engine. The curves also show that the steam 
consumption of the compound decreases with an in- 
crease of speed within the limits of the test. The 


point of minimum steam consumption for the simple 
engine, about 180 revolutions per minute, has been 
called by Prof. Goss the “critical speed.””. The curves 
show that for the 10-in, cut-off the critical speed of 


the compound is about 250 revolutions per minute, 





and for the 1l-in. cut-off it is in excess of 270 revolu- 
tions per minute. This seems to indicate that the 
distribution of steam afforded by the compound ar- 
rangement of cylinders is well adapted for use in 
connection with high speeds of rotation, and leads 
to the conclusion that the objections to the com- 
pound locomotive previously mentioned are not well 
grounded. 

It is not within the province of this paper to as- 
sign reasons for the increase of efficiency of the com- 
pound locomotive, with speed within the limits stated. 
Attention is called, however, to the following signifi- 
cant facts, which may serve as a partial explana- 
tion: Cylinder condensation has an important ef- 
fect on the economy of the steam engine, and the 
change in the amount of this condensation under 
different conditions of running may be indicated, to 
a certain extent, by the change in the quality of the 
steam during expansion . In Fig. 4 is shown the 
variation of the quality of steam at release, with 
speed of rotation in the compound and the simple en- 
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gine. The ordinates represent the percentage of the 
mixture in the cylinder accounted for by the indi- 
ecator as dry steam. The figures from which the 
curve of the compound is plotted were taken at re- 
lease in the low pressure cylinder. The curves were 
inverted in plotting in order that their general form 
might be compared with the curves for steam con- 
sumption, Fig. 3. The coincidence in the form of 
these curves points to the conclusion that a change in 
the economy of the steam engine will follow a cor- 
responding change in cylinder condensation. 
Attention has already been called to the fact that 
the steam pressure used was lower than that com- 
monly employed with compound locomotives, and it 
was stated that a better performance might be ex- 
pected with higher pressures. An inference as to the 
amount of gain in economy with higher pressures 
may be had by reference to Fig 5, the figures for 
which were taken from tests made with the same ap- 
paratus a year or two since. The fact that the plant 
was run at a disadvantage because of low steam 
pressure is in a measure offset by the fact that the 
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back pressure for the tests was somewhat lower 
than that found in practice. This permits greater 
power to be developed in the cylinders, and would 
probably lead to a slightly lower steam consump- 
tion. It would not, however, have an appreciable 
effect on the comparative results. 

Conclusions.—1l. The change in distribution of 
steam in the cylinders of a four-cylinder compound 
locomotive of the type experimented upon is such 
as to give with increase of speed increased horse 
power and economy up to 270 revolutions per min- 
ute. 

2. The results indicate that the power will con- 
tinue to increase for speeds considerably above 270 
revolutions per minute. 

3. The increase in economy with increase of speed 
ef the four-cylinder compound is chiefly due to a de- 
crease in cylinder condensation, as shown by the 
quality of steam at release in the low-pressure cylin- 
der. 

4. The average steam consumption obtained for 
the compound is much lower than the lowest con- 
sumption shown by the simple engine. Tt is prob- 
able that under similar conditions of operation on 


the road the compound locomotive of the type under 
consideration will show a lower steam consumption 
for all ‘speeds and cut-offs. The fact that at the 
slower speeds and longer cut-offs the curves in Fig. 
3 show that the compound is less efficient than the 
simple would seem to be in direct conflict with this 
conclusion, and also with the results of many road 
tests in freight service. It should be remembered, 
however, that while the tests of the compound were 
run under cut-offs approximating closely to those 
used in freight service, the cut-offs employed with 
the simple engine were such as are commonly em- 
ployed in passenger service. Had the latter been 
run at longer cut-offs (those commonly employed in 
freight service) the steam consumption curves for 
the simple engine (Fig. 3) would have been moved 
higher up on the diagram, thus showing an advan- 
tage for the compound under all conditions of run- 
ning. 

5. The results of extended investigations which 
have been carried on at Purdue have established cer- 
tain relations existing between the rate of evapora- 
tion and the evaporative efficiency of a representative 
locomotive boiler. Basing the conclusion upon these 
results, the saving in steam shown by the compound 
locomotive in these tests under consideration would 
result in a saving in coal of from 18 to 33 per cent. 








The Joint Traffic Association Suit. 





On Thursday and Friday of last week arguments 
were made before the United States Supreme Court 
at Washington in the suit of the Government against 
the Joint Traffic Association to annul the agreement 
of the association as being contrary to law. The 
chief counsel for the Government was Solicitor- 
General Richards, and the railroad: were represented 
by James C. Carter, George F. Edmunds and Ed- 
ward J. Phelps. 


Mr. Richards opened the case. He cited the agree- 
ment between the railroads, and asserted that it was 
in contravention of ithe Interstate Commerce law and 
also that it violated the Anti-Trust law. Mr. Rich- 
ards depended largely upon the decision of the Su- 
preme Court in the Trans-Missouri Freight Asso- 
ciation case as a precedent, arguing that there was 
practically no difference between the agreement in 
that case and that of the Joint Traffic Association. 
He contended that Article VIII. of the Joint Traf- 
fic agreement would authorize the pooling of 
freight. He commented at length on the clause in 
the agreement declaring that it was not to be con- 
strued by the managers as a justification of any 
infraction of the law. Such a clause could not, he 
contended, operate to save the agreement. The 
power conferred on the managers was contrary to 
law; hence the whole agreement must fall, regard- 
less of the saving clause. 

Mr. James C. Carter followed for the Joint Traffic 
Association. He said there were four points involved 
in the controversy, as follows: 

“First—Whether the method of procedure by re- 
sorting to a court of equity was permissible. 

“Second—Whether the traffic agreement is in re- 
straint of trade and commerce. 

“Third—Whether if the agreement is not in re- 


_straint of trade it is a conspiracy to monopolize. 


“Fourth—Whether it embraces a pooling agreement 
contrary to the Interstate Commerce law.” 

Taking up these points in their order, Mr. Carter 
contended that the common law remedy was the 
reasonable one, and that if the Government sought 
a remedy through methods in equity it must make 
its reason for so doing plain. This was especially 
true in cases of violation of penal statutes. He con- 
tended that the agreement was not a violation of 
the Anti-Trust act. He reviewed the decision of the 
Supreme Court in the Trans-Missouri Association 
case; he would not attack the decision in that case, 
but he would undertake to show that in this case 
the agreement was not in restraint of trade at all. 
He then proceeded to his contention that, instead of 
being in restraint of trade, the Joint Traffic As- 
sociation agreement was actually intended to promote 
trade and commerce. Regulation did not necessar- 
ily mean restraint. 

Railroad wars resulting from competition were not 
only injurious to stockholders, but infinitely more so 
to the public at large, through the discriminations 
which are often sufficient to raise one man to wealth 
while they reduce another to poverty. The most 
powerful shipper always has the advantage. The 
remedy was found in the restraint of competition, 
which could be accomplished by an agreement like 
that of the Joint Traffic Association. Pools were 
prohibited by the Interstate Commerce law and noth- 
ing was left except to enter into agreements like 
that of the Traffic Association. Less hinding articles 
than this had proved ineffective. Under this un- 
derstanding, the temptation to competition was re- 
moved, and thus stability and equality of rates 
were preserved. The Government was under as 
much obligation to protect shippers from discrim- 
ination such as grew out of unchecked competition 
as if it owned the roads. 

In conclusion, Mr. Carter said that if such agree- 
ments as that of the Traffic Association could not 
be enforced, one of three things must happen. 
Either all railroad transportation must be aban- 
doned, all the roads must consolidate, or all com- 
peting roads must be found daily violating .a crim- 
inal law. The first two alternatives were not likely 
to occur, and inevitably the ‘third must. 

“In other words,” said Justice Brewer, interrupt- 
ing, “the railroads are to be expected to disobey the 
law unless they are allowed to give a bond to one 
another to obey it?” 

In reply Mr. Carter said: “It is possible to put 
such obligations on men that it is not possible for 
human nature to observe them.” He added that the 
railroad men were generally as honorable as any 
other class of men in the country. 

On the second dav Mr. Edmunds was the first 
speaker. He contended that it was a part of the 
Aunty of the indiciary to eonstrue the lanevage of oll 
statutes so as to make them applicable to varying 
conditions. For instance, it was to be inferred that 
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the framers of the Interstate Commerce act could 
not be supposed to have intended to exclude com- 
pacts between railroads which were promotive of the 
purposes of the law itself. The Anti-Trust law 
was critically examined, and the suggestion was 
made that the Court with great propriety could re- 
view its decision in the Trans-Missouri case, holding 
that this law was applicable to railroads. He crit- 
icized that decision as somewhat indefinite in its 
requirements, holding that the only “restraint’’ re- 
ferred to in it was that of a general character, and 
that it was not to be interpreted as referring to re- 
straints which were not injurious to trade. He held 
that the contract did not require a deflection of trade, 
but undertook to give the various roads only their 
equitable proportion. The intent was to protect lo- 
cal interests, and, this being true, instead of re- 
straining trade it was calculated to promote it. The 
supervision of the Board of Managers was whole- 
some. They could only change rates so as to leave 
them reasonable as between themselves and between 
the roads and the public. 

In reply to a question by Justice Peckham Mr. 
Edmunds said that instead of regarding the con- 
tract in this case as the same as that in the Trans- 
Missouri agreement, he regarded it as quite the re- 
verse. The Trans-Missouri agreement had no dec- 
laration, such as the Joint Traffic Association has, 
that its purpose is to promote the Interstate Com- 
merce law. Also in the matter of rates the two 
were totally different, as they were in many other 
respects. 

Mr. Phelps closed for the railroads. He said that 
in case of a dispute between the parties to the con- 
tract it would become a judicial question and be 
taken into the courts. He discussed especially the 
penal character of the Anti-Trust law, saying that 
of the ten Supreme Court justices who had in the 
past given their attention to the law, five had been 
of opinion that it did not apply in cases of this 
character, while six of the seven lower Federal judges 
had so held. If it was to be held applicable then 
the law was open to attack on constitutional 
grounds as being calculated to deprive one of prop- 
erty without due process of law. This question had 
not been raised in the Trans-Missouri case, and it 
was not then permissible that it should be. The 
Joint Traffic contract was one to maintain ‘‘just and 
reasonable rates” in accordance with the require- 
ments of the Interstate Commerce act. Was such a 
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contract ever in the history of the world held to be 
illegal? The contract only provides for reasonable 
compensation for services. Certainly no legislative 
action could properly be construed as depriving a 
citizen of this right and making him a felon for 
asserting the right. To disturb this right was a 
violation of the citizen’s right to freedom of con- 
tract. 

Mr. Phelps asserted that there was no public ne- 
cessity for such infringement of private rights as 
was contemplated in this proceeding. The demand 
here on behalf of the public was that its carrying 
should be done for less than an equitable rate. This 
would be a wrong, and there could be no public 
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trade. If rates are held up, even to an insignificant 
extent, the extra charge is to that extent a re- 
straint on trade. The lowering of prices was gen- 
erally regarded as a benefit, and it was not to be 
expected that the Government would step in to pro- 
tect the railroads when it did not protect others. 
The United States could not undertake to guarantee 
that all railroads should become paying enterprises. 
The Traffic Association’s agreement, Mr. Richards 
contended, wipes out all competition »y leaving it to 
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locomotives have performed such satisfactory service 
that this type will likely be adopted as the standard 
freight engine for the Southern. 

The boilers of the ten-wheel engines as illustrated 
in detail, are of the extended wagon top type, 62 In. 
in outside diameter near the front end, and designed 
to carry a working steam pressure of 200 Ibs. per sq. 
in. The boilers of the freight engines are similar to 
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Ten-Wheel Locomotive—Southern Railway. 


a central authority to make the rates, thus taking 
that power from the individual lines. Mr. Phelps’ 
constitutional argument found its reply in the fact 
that the railroads were public agents. Being public 
agencies, the roads were properly held to be sub- 
ject to Government control in the making of con- 
tracts among themselves. 





New Locomotives for the Southern Railway. 





The Richmond Locomotive Works has recently 
completed and delivered to the Southern Railway two 
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Ten-Wheel Locomotive for the Southern Railway. 


heavy passenger locomotives of the ten-wheel type, 
weighing about 158,000 Ibs. in working order. The 
general appearance of the engines is shown by the 
accompanying illustrations made from a photograph 
and line drawings, while the more important special 
features are illustrated by drawings. We also show 
by a half-tone engraving one of the consolidation 
freight engines lately built by the Richmond Locomo- 
tive Works for the same road. 

These engines were designed by Mr. W. H. Thomas, 
Superintendent of Motive Power of the Southern 
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Consolidation Locomotive—Southern Railway. 


necessity that goes beyond the public right. Fur- 
thermore, only the shippers demand the abrogation 
oP contract. They were only one class of the 
public. 

Solicitor-General Richards followed Mr. Phelps, 
closing the argument for the Government. He re- 
plied to Mr. Carter’s contention that an agreement 
for the restraint of competition was not a restraint 
of trade, asserting the contrary to be true, and that 
a contract which stifles competition does restrain 


Railway, and are the result ofa careful study of the re- 
quirements of the heavy service on that road. The 
ten-wheel engines will be used to haul the “South- 
western Limited” trains, and owing to the long, 
heavy grades on portions of the road, it is necessary 
to use very powerful engines, capable of making fast 
time up hill. Some recent trials of the new passenger 
engines were very satisfactory, and the consolidation 








the one shown, excepting the outside diameter of 
the barrel is 61 in., and a smaller number of tubes is 
used. In all the boilers, especial attention has been 
given to the bracing, and the plates used are un- 
usually heavy. Radial stays are used to support the 
crown sheets, and the fireboxes are wholly above the 
frames. 

The cylinders for both classes of engines are 21 in. 
in diameter, by 28 in. stroke, and all the driving 
wheel centers are of cast steel; the drivers of the pas- 
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senger engines are 72 in. in diameter, while those of 
the freight engines are 58 in. The second pair of 
driving wheels of the ten-wheel and the second and 
third pairs of the consolidation engines have blind 
tires. The truck and tender wheels of the passenger 
and the truck wheels of the freight engines are steel- 
tired of the McKee-Fuller pattern. 

The consolidation engines have cast steel driving 
boxes and crossheads, and forged steel driving axles 
and crank pins. The driving axle journals are 8% by 
10 in., while the main journals of the crank pins are 
6x6 in., and the intermediate journals 7x5 in. The 
pistons are fitted on the usual taper, but secured by 
means of jamb nuts, thus dispensing with keys and 
key slots. Special attention has been given the draft 
gear, both front and rear; M. C. B. couplers are at- 
tached at both ends, the Janney-Buhoup three-stem 
coupler, being used on the tender, while the standard 
pilot arrangement of the Southern is used in front, 
with the Janney head. The tenders of the freight 
engines have a water capacity of 4,200 gallons, and 
are strongly constructed, the under-frame consisting 
of steel channels of heavy sections. The tender 
trucks are the standard of* the Southern Railway. 
The passenger engine tenders are similar to those 
used with the freight locomotives, excepting the 
water capacity is 4,500 gallons. 

The ten-wheel locomotives have cast steel cross- 
heads, solid bronze driving boxes and eccentric straps 
and forged steel driving axles, engine truck axles 
and crank pins. The driving journals are 814x11 in., 
while the main journals of the crank pins are 6x6in., 
the intermediate journals 7x5 in., and front and back 
journals 5x34 in. The main and parallel rods are 
steel, of I section, with solid ends, excepting the back 
end of the main rod, which is fitted with a strap and 
bolts. The safety valves and whistle are attached to 
a special dome and the throttle valve, which is the 
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Southern Railway Co.’s standard, is placed in the 
main dome. 

With all these engines, much care has been taken 
in the matter of fitting and bolting the parts which 
are subjected to shock in service. Frames, braces, 
stays, etc., have been made unusually heavy where 
weak points have developed in former types, and in 
other places correspunding reductions in weight have 
been possible. 

All cylinders are secured to the smoke box by double 
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General Dimensions: 
Whee! base, tot«l, of engine...... ...26 ft. Lin. 
- BPIVENGE ows ca sccvsnvecser 14 ft. 7 in. 


Heighth, center of boiler 
conamele 8 ft 434 in. 


above rails...... 
Heighth of stack atoyv verails..... 15 ft. 14 in. 
192 96 sq. ft. 


Heating sur face tirebox.. 





tubes. .2.217 16 sq _ ft. 

ee total.. . 2,411.12 sq. ft. 

Grete Gree ...... ke. aceunswrcenvamen 249 sq. ft 
Wheels and journals: 

Drivers, number epuna AC Seesece ons aies 6 

ay diameter. sGviciniea tees a 

material of cei te-s......- “Cast, steel 

Truck wheels, diameter......... es eos in. 
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bolting around the flanges, the bottom of the smoke 
box being reinforced by a % in. steel plate to take the 
bolts. The steam and exhaust pipes have four and 
six bolts, respectively, at the joints, and especial at- 
tention has been given to prevent the ‘‘working”’ or 
moving of parts through lack of suitable fastenings, 
or through poor workmanship. The arrangement of 
the levers and appliances in the cabs have been made 
as convenient for the enginemen as possible. 

The engine truck of one of the ten-wheel locomo- 
tives is shown by the accompanying engraving, and 
is of novel construction. It will be seen that the 
swing center is suported by hangers arranged so as 
to provide a positive and ample motion in curving, 
and to steady the engine when running on tangents; 
it is stated that this arrangement is very effective in 
reducing the “nosing” action, of the engines. 

The valve gear of the passenger engines is also 
shown in detail and was designed to dispense with 
the objectionable long eccentric rods commonly used 
with ten-wheel engines, and also to avoid using the 
complicated style of gear, which has been designed 
to replace the long rods by substituting an inter- 
mediate, or motion bar, to clear the forward axle, 
with which arrangement very short valve stems can 
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truck secede 6 10in. 
Cylinders . 
Cylinders, diameter..... hwy ce eeeweenee 21 in. 
Paston.‘StPOKe § cicoscssscesevace Sensi 28 in. 
POU GUAMOUER 65.04 seve sent 334 in. 
Main rod, length center to 
center 
Steam } orts, length.......... 
WWAIREND Gc. wie SeisicisGreees seal 134 in. 
Exhaust ports, length.................- 19 in, 
ge = AVEIMUIAchiensehaweicsieosees 3 in. 
Boiler: 


Boiler, type of.............. Extended 
wagon top 


” working steam 


DINESHPO co5. dass sneer cbeseuneee 20 Ibs. 
Boiler, material in barrel. or oo. s-. Steel 
thickness of material — 
Me REN 5. acwac ca onemcaeees wae sce 56 in 
Boiler diameter of barrel 
“Nt ee err Me ssracire: 62 in 
Seams, kind of horizontal. .Quadrupie 
rivited 
$i sg circum fer- 
ential ...... ..Double rivited 
Thic knoss of tube shee heh nm eee 4 in. 
crown = Geka AS 3g in. 


Crown sheet stayedwith.,...14 in. radial 
stays 


3x5 Strip 





—o1 
7 yslieshuds 
74. rivets 


12%: 


e000 0 Oo, 
e°0 


30 5'%ie' Over all-—-— 


PaecooCO% 


23 ft. 844 in, 
15ft. Gin. 


8 ft. 434 in. 
15 ft. 3g in. 
168 (2 sq. ft. 
2,022 sq. ft. 
2,19) 02 sq ft. 
29.88 sq. ft. 


8 

58in. 
Cast stee] 
36 in, 


\'rivets 
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Massachusetts Railroad Commissloners Report. 





The first part of the 29th annual report of the 
Massachusetts State Railroad Commissioners was 
summarized in the Railroad Gazette of Jan. 28. The 
second part, that relating to street railroads, is now 
issued. 

The number of street railway companies reporting 
is 93, as compared with 83 in the preceding year, and 
the total length of main track is 1,414 miles, an in- 
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Boiler of 10-Wheel Locomotive for the Southern Railway. 


Built by the RicoMonD LocoMOTIVE & MACHINE Works, Richmond, Va. 


crease of 137 miles. The principal statistics shown 
in the report may be summarized as follows: 
Massachusetts Street Railroads—Year Ending Sept. 30. 











1897. 1896. 
DITCH OL TING: oicsca scevcacacsnsecmuassess 1,206 1,084 
MATGS OF BIBI TACK 6c ocincceswscciee sie 1,414 1,277 
Passengers carried, thousands...... 308,684 292,359 
Passengers, av. per round trip...... yi 49 
Capital BEGEIK 25. 60s cecsseivsesie : 7: rong = $30,727,818 
Funded debt and mortgages. ‘ 24,285,100 
URIUNAEH GED ccccrcscccseccvessecdess 7 Es at] 6,104,796 
Cost of road and equipment......... 62,848.498 58, 783.099 
Gross earnings, rentals, &c 15,898,839 14,900,942 
Operating EXPENSES ......ccceceeceees 10,904,040 10,563,371 
Net earnings 4,994,799 4,337,571 
TAMOCS: wcisweess 592,454 523,346 
Interest, &c. 1,680,319 1,419,639 
Rentals paid 128,819 113,810 
Dividends ........ 1,965,243 1,802,847 
SUE DIUS. | oieniscs sce 627,904 477,929 
Per cent. of EXPENSES .......cceeeeee 68.95 71.16 
Wammber OF CALS oascccccsdecdsecesisiness 5.344 4,913 
Number of other vehicles............ 1,953 1,876 
Number of NOrses.......seccccecees 683 878 
Persons killed ........ 30 26 
Persons injured .......... 2,036 1,740 


The report also presents the ‘sain comparisons 
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Boiler Details—Richmond 10-Wheeler for the Ssuthern Railway. 


be used. It will be noted that a long valve stem is 
used on the Southern engines, which is supported 
by a guide and bearing on the yoke, while the link 
is hung so far forward that a fair length of eccentric 
rod is obtained. The rocker derives its motion from 
a return bar, and the whole device is substantial and 
compact, but not complicated. 
The driver brikes for the 
furnished by the American Brake Co., 
Westinghouse Air Brake Co. furnished the 
brakes; Golmar bell ringers and Leach pneumatic 

sanding devices are used. 
The accompanying table gives the general dimen- 
passenger and freight locomotives: 
Ten Ww heel 


engines described were 
While the 
tender 


sions of both the 


Consolidation, 
133.659 Ibs, 
18.000 Ibs 
151,650 lbs, 


Description: 
Weight on drivers aa 
truck wheels, ° 

Pa een 








Tome: Gigmeter « .0aciss ince s finss ce 0+ 003294 in, 
Firebox: 

Firebox, length... .. 10 ft. 0 in. 
” WAU. csc arias decease 3 ft. 5% in. 
si depth BONE .ois:0--- cvecwssincee's MOM. 
a BACK... 4.5. 60% in 
“ mat2rial...... psioealed Stecl 
: thickness of sheets.....-...... a 

UEIOKHPOD ck. 7s hewaleees re 


water space, width Front, 4 in.; 
sides. 34 in. 
back, 34 in 
Tubes: 
Tubes, number .... 
material 


90 


: 295 
.Charcoal — 





outside diameter............-.65 2 in 
“length over sheets....... 14 ft. ing in. 
Smokebox: 

Smokebox, SEEITIOUED’. .../.4 Sen naerweenes 65 in. 
BORD. ccctiescvccssece 68 3-16 in 

Other parts: 
BORG ONEIG ins 5 oivc osnss ecko coccseseune Single 
3 er vohellane ole aieles web ieeiee Permanent 
-~ * GERMNOGOE. scviscceaceniavne 55¢ in. 
Stack.... Schienckes Gree senate Straight 
8) Bonet MEAMCUET oi cccnes cs. ccasccnes 16 in. 


3234 in. 


8 ft. 434 in. 

3ft 5% in. 
6814 in. 

6514 in. 

Steel 

3¢in. 

Yes 

Front, 4 in; 
sides. 344 in; 
back. 34% in 


7 
Charcoal iron 
2in. 
14 ft. Zin. 


— in. 
71% in. 


Single 
Perm ‘nent 
5%4 in. 
Straight 

15 in, 


of averages and percentages with the years 1892 


and 1887: 
1887. 1892. 1897. 


Capital investment per mile of 


AGIA COBO Qasvcsaevsiisetasessecosee® $32,673 $46,184 $44,683 
Pic. Pc. rc 
Line electrically equipped........... fei 65.75 99. 13 
Operating expenses to gross earn- i 
SMR ccsccr sanceansimace ones tang scans 82.81 71.74 68.98 
Net earnings to capital investment. 7.14 7.94 7.78 
Divisible income to capital stock.. 6.42 8.08 7.94 
Dividends paid to capital stock..... 5.26 6.71 6.03 
Surplus to capital stock............ 13.89 3.55 3.14 


In the chapter on accidents the conclusion is 
reached that there is no decided evidence of any in- 
crease in the number of fatal casualties to passen- 
gers, employees or other persons, as a consequence 
of the use of electric motive power. There is an 
apparent increase in the number of non-fatal acci- 
dents since the substitution of electric for horse 


power, but this is believed to be chiefly or wholly 
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due to the more careful reporting of slight injuries. 

The report presents a careful analysis of the figures 
showing density of traffic on the street railroads of 
the State, in city and country, with observations con- 
cerning the influence this has on the earning capac- 
ity of a street railroad. The railroads of the State 
are divided into three classes: (1) those in and near 
Boston; (2) 48 other companies which paid dividends; 
(3) 28 companies which paid no dividends. The first 


class carried 647,083 passengers per mile operated and 
The second class car- 


paid 7.69 per cent. dividend. 








eae ne 
aan, 





Massachusetts has a law requiring vestibules on 
new street cars, except in large cities. As this 
law will take effect gradually, the commissioners 
think that no action on their part is necessary at 
present. 

The report concludes with a half dozen pages se- 
verely criticising the action of three companies in 
increasing their financial obligations by an evasion 
of the State law strictly limiting both capital and 
bonded indebtedness. The proceedings of these 
con.panies are detailed at considerable length, and, 
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Link Motion—Richmond 10-Wheeler for the Southern Railway. 


ried 135,616 passengers per mile and paid 5.68 per cent. 
dividend. The third class, paying no dividends, car- 
riea 70,895 passengers per mile. The average num- 
ber of passengers per $1,000 of capital invested is also 


given, and the conclusion is reached that— 
“An intending investor in an_- existing or 
projected street railway enterprise, if he de- 
Sires a regular annual return of 6 per cent, 
on his shares, ought to be convinced that the 
railway will carry year in and year out more 


than 135,616 passengers per mile operated, and more 
than 4.014 passengers per $1,000 of capital investment; 
otherwise the probabilities, based on the experience 
ot 48 companies, are that he must be content with a 
snialler return. Unless it can be demonstrated, 
moreover, that the railway will carry year in and 
year out more than 70,895 passengers per mile oper- 
ated, and more than 2,532 passengers per $1,000 of 
capital investment, the chances, as proved by the 
experience of 28 companies, are that he will receive 
no dividend at all. There is, in fact, a very narrow 
range of speculative possibility in street railway 
investment. The results are practically uniform 
from year to year, and grade on substantially the 
same level with those of railroad enterprise. The 
average annual return on the total amount of cap- 
ital stock invested in street railways has ranged for 
the last ten years between 5.63 and 6.71 per cent., 
with an average of 6.13 per cent.; and in the case 
of standard railroads from 4.86 to 5.87 per cent., with 
al. average of 5.52 per cent.—the former companies 
maintaining an average surplus of 3.41 per cent., and 
the latter 7.51 per cent. Each year has shown in 
evch class about the same proportion of companies 
paying no dividends—one-quarter to one-third of the 
whole number, and not far from the same percentage 
(about 20 per cent.) of wholly unproductive capital. 
The limit of profitable railroad construction in this 
State appears to have been reached, and in not a 
few instances surpassed, some years ago. That there 
is such a limit in street railway construction, and 
that it has also been transcended in at least as large 
a proportion of cases, the above figures, if they do 
not demonstrate, tend strongly to show.” 

The report refers to 30 special charters granted by 
the Legislature for street railroads during the last 
five years, only one-fifth of which amounted to any- 
thing; and of the roads built all but two could just 
as well have been built under the general law. 

A brief chapter is devoted to the Boston Elevated 
Railway Company, and it is stated that the suc- 
cess of the subway in Boylston and Tremont streets 


is unquestionable. 

Under the law passed last year the commissioners 
have power to approve leases and consolidations of 
street railroads, and they hope to see many of the 
sinaller companies united with each other. “As a 
ule the board advises a consolidation rather than 

lease. It seems to be unnecessary and cumber- 
some to perpetuate the existence of a minor com- 
pany for a long or even short term of years; and 
experience has abundantly proved that a fixed rental 
charge, however fair and reasonable it may seem to 
be at the time when a lease is made, is likely to 
become, under changed conditions of transportation 
and receding interest and dividend rates, unduly 
burdensome to the guaranteeing company, and more 
and more unjust to the stockholders of the latter 
ccmpany as time goes on.” 


the companies being organized in other States, the 
commissioners protest against the admission of any 
miore foreign companies to operate in Massachusetts, 
unless incorporated under the laws of the State. 
One of the companies, having issued $150,000 of ‘‘cou- 
pon notes,’ enters in its annual report for 1897, to 
ofiset this, an item of $150,784.75 for the ‘‘purchase of 
railway in 1895, balance due.” As the reports of 
1895 and 1896 show that no such sum of money was 
ever spent or paid in by the syndicate to which the 
coupon notes were delivered, the board concludes 
that no balance is due for purchase of railway in 
18€5, and refuses to accept the item as one of the 
assets of the company. The company in question, 
the Interstate Consolidated, owns five miles of track 
in Rhode Island and twenty miles in Massachusetts, 
yet it pays no corporation tax in Massachusetts, and 
learned from its annual report, 
its Massachusetts capital 


so far as can be 
does not pay a tax on 
arywhere. 








The Railroad on West Street, New York. 





In the Railroad Gazette of May 21 last appeared 
considerable extracts from the special report made by 
Mr. George S. Morison, Prof. William H. Burr and 
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adapted to a four-track 
The Jour- 


lower end with an apron 
transfer boat capable of carrying 40 cars. 
nal of Commerce of New York City, in its valuable 
studies of the question of terminal facilities in that 


city has sought information and eriticism with re- 
gard to this and other projects, and in two of its 
issues last week it published the criticism of Mr. 


Cc. W. Buchholz, Chief Engineer of the Erie Railroad, 
on the plan of the commissioners, and we publish 
some extracts from and a synopsis of the sayings of 
Mr. Buchholz on this subject. 

The purpose of the Board was to facilitate the in- 
terchange of traffic between land and water lines and 
also to improve the means of reaching either class of 
transportation from the city. This means an ar- 
rangement by which railroads can place cars along- 
side ships as they lie at the piers, and also run cars 
warehouses; but it is well to examine 
the facilities now in use for interchange of freight. 
The instruments of that interchange as at present 
conducted are floats bearing railroad cars, barges, 
and floating elevators. The highway on which this 
interchange is effected is that supplied by nature, 
in the deep water which gives this harbor its world- 
wide pre-eminence. Confining our attention to the 
North River alone, I have had some daily returns 
of the freight moved across the river in both direc- 
tions by the eight railroads having terminals within 
the limits of the port and the following estimate of 
the daily average has been arrived at: 


directly to 


Daily Movement of Cars Across the North River. 





—-Eastward.-— —Westward.- 
Railroads, Loaded. Empty. L’ded. Empty. 
BRO peak - ised cucisasis Javeceas 90 40 75 bd 
Ae Fe Oo: ee See 60 3 50 40 
West Shores... sc. cccccsce 110 20 105 25 
Pennsylvania .... ........ 125 35 90 70 
3altimore & Ohio........ it 3 60 20 
Lehigh Valley.... ........ 70 30 60 40 
C. R. R. of New Jersey.. 145 40 140 45 
Del., Lack. & Western... 40 15 35 20 
OGD asic cdccdaacwnsuccns 690 240 615 3135 
-——Barges— 
East. West. Total Employed 
Railroads Tons. Tons A.j B. . 
EPI ecnaxareccsuasesesaaae 625 300 23 211 60 
ie ee De eee 59 100 15 140 66 
West SHG. 6.6. ccccccsces 310 70 10 103 ee 
POMMSYIVAIIA. <x. <ccscease 600 325 a2 272 635 
Baltimore & Ohio 50 225 16 172 54 
Lehigh Valley.........0.. : 3 10 112 30° 
Cc. R. R. of N. J 34 210 18 223 23 
Del., Lack. & Western... 100 150 15 140 30 
SINMESMNT fc su dunawecekdaceade 3,090 1,730 139 1,373 328 


*Included in N. Y. C. & H. R. 

; A, number of floats; B, car capacity of ‘floats; C, 
number of bares. : . 

In these figures no account is taken of'floating ele- 
vators. 

It appears that three much 
freight is moved across the river by cars on floats 
as by barges and lighters. One purpose of the plan 
of the Board is to eliminate the lighter, and’ we 
should have to assume a considerable increase in the 
number of cars daily landed in New York; but taking 
from the table, for instance, the cars handled on 
floats by the Erie, there is an average of -90 loaded 
cars a day from Jersey City to New York, 75 loads 
the other way, 40 empty cars east and 55. west, being 
a total of 260 cars. These would occupy 1.64 miles on 
the West street tracks. As the business is now 
handled, west-bound merchandise is received from 
trucks and sorted according to destination as it is 
delivered on the piers. It is loaded into -its proper 
car and is ready for immediate despatch on the ar- 
rival of the car at Jersey City. How is this system 
to be replaced by one which involves a line of cars 
standing on the marginal way of West street, frum 


probable times as 
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Engine Truck—Richmond 10-Wheel Locomotive for the Southern Railway. 


Gen. William P. Craighill to the Dock Commissioners 
of New York, in which they recommended the estab- 
lishment along West street, New York, of a four- 
track railroad, the middle tracks to be kept open for 
the movement of switching engines and cars, the 
outside tracks to be used for cars to stand on as 
trains were made up or broken up. The scheene in- 
volved spur tracks to wharves and a terminal at the 


Chambers street half way to the Battery? Such am 
effort would fail to please the merchants and ship- 
pers and would encroach upon the facilities which 
other railroads would want. ; 

The daily average of cars out of New York to go 
across the North River amounts to 930, by eight dif- 
ferent railroad lines. On the system proposed these 

Concludued on page 164. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.— Subscribers and others will materially 
assist usin making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions a8 to 
its improvement Discussions of subjects pertaining 
#0 ALL DEPARTMENTS Of railroad businiss by men 
practically acquainted uith them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections. appointments, 
and especially annual reports, some notice of all of 

_ which will be published, 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this jaurnal for pay, EXCEPT -IN THE ADVERTISING 
COLUMNS: We give tin our editorial col mns OUR OWN 
opinions, and. those only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their anventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
tovecommend them editorially either for money or 
in consideration of advertising patronage. 


Acid or Basic Steel. 


We have recently noted the fact that in the speci- 
fications for the towers and end spans of the new 
East River Bridge acid open hearth steel is called for. 
We have also noted the fact that an unsuccessful ef- 
fort has been made to enjoin the commissioners from 
opening the bids on Monday of this week, that effort 
having been made by at least one of the great steel 
companies. The bids were not opened on Monday of 
this week, but it was not because of this effort at 
an injunction, but because it seemed best to delay 
opening the bids until the money to pay the con- 
tractors was provided for. 

We shall not attempt to decide the question 
whether or not it is wise to limit the specifications 
to acid. steel. This much, however, we could be sure 
of. “The Chief Engineer of the bridge would not lay 
down such a condition except for what seemed to 
him very good reasons. He is the kind of man who 
would go into the subject with the greatest care and 
patience, and would then do what seemed to him 
the right thing and take all the consequences of his 
action without the slightest reservation or trepida- 
tion. Everybody who knows him well knows that 
much. 

So far as we can learn we judge that he believes 
that the acid product will give greater uniformity 
and reliability than the basic. By the acid process 
better stock must be used to begin with, and there- 
fore we can feel safer as to the finished shapes. 
While it is true that analyses and tests of the fin- 
ished material «21 control the product pretty effec- 
tually, at is also true that every piece cannot be 
tested. 

Starting out with this premise the Engineer as- 
sumes that it is to the last degree important to have 
steel in the anchorages that can be absolutely relied 
upon. Therefore he would naturally, believing as he 
does, specify acid steel for this part of the work. 
It is almost equally important that the steel for the 
towers should be of the same reliable quality. A 
defective piece could be discovered and _ replaced 
more easily there than in the anchorages, but it is 
desirable to avoid any appearance of patching the 
towers, both for good looks and for the effect on the 
mind of the public. The same reasons would hold, 
although in less degree, with the superstructure of 
the approach spans. Thus we arrive at what we 
judge to be the reasons why acid open hearth was 
specified. Whether or not these reasons are good 
and sufficient we do not pretend to say. 

If there is any force in the reasons that have been 
given above the specifications are right in this re- 
spect, unless there is strong reason to the contrary. 
What is to be said on the other side? We judge 
that the specification of acid steel does not put out 
of competition any of the large steel makers. Mak- 


ing acid steel instead of basic is merely a question 
of changing the lining in the open hearth furnace, 
and the cost of this change would be a trifling per- 


centage of the total of a contract of such magnitude. 
Whether or not it would raise the price of the steel 
to the city in an unjustifiable degree is another 
question. The stock for the basic process is 
more expensive than for the basic. The process of 
manufacture, however, is cheaper, and, given speci- 
fications equally as exacting for one product or the 
other, it is questionable if restricting the bidders to 
acid steel would add an unnecessary percentage to 
the price. 





The Scope of the Anti-Trust Law. 





The opinion of the United States Circuit Court of 
Appeals at Cincinnati in the Cast Iron Pipe Trust 
case (United States v. Addyston Pipe and Steel Co. 
et al.)* is received and confirms the first impres- 
sions of the importance of the decision. It is very 
elaborate, and handles with great ability all of the 
earlier decisions upon contracts in restraint of trade 
since the days of the Year Books. It condenses the 
result of these decisions into a convenient form, 
and will doubtless be regarded hereafter as the 
“leading case’”’ in the Federal courts. 

This is the first case in which a combination 
of manufacturers has been overthrown under the 
Federal anti-trust law of 1890. Great difficulty has 
been experiencea by the Department of Justice in 


. the administration of that law, because there was 


no special appropriation to carry it into effect. The 
Supreme Court in the Sugar Trust case had held 
that Congress has no power to control combinations 
relating only to production of commodities; that its 
powers of regulation were confined to the subject of 
commerce. 

Failure for so many year's to obtain information 
of any manufacturing combination which amounted 
to a direct restraint upon commerce, Ied Attorney- 
General Harmon in his argument of the Trans-Mis- 
souri case at the Supreme Court to remark that if 
the anti-trust act did not operate on railroads it 
was hard to see where it: would have any operation 
at all. Almost immediately, however, came the evi- 
dence of this cast iron pipe combination, and Mr. 
Harmon promptly directed an injunction to be ap- 
plied for. The Government's information came 
through the treachery of a stenograpner. The Dis- 
trict Attorney thus became possessed of the cor- 
respondence of the various manufacturers, and even 
of verbatim reports of their meetings. 

Six companies were in the combination. They 
were enabled almost exclusively to control the mar- 
ket in a portion of our territory. Another portion 
they contested with certain other large companies, 
but still possessed large advantages. In the North- 
western States, down to Virginia, they had no spe- 
cial advantage. This region they named “free ter- 
ritory.”’ The rest of the United States they named 
“pay territory.” Certain named cities in the pay ter- 
ritory were called “reserved cities.” Each of these 
was given as a perquisite to some one of the six 
parties to the combination. Whenever a large con- 
tract for pipe was to be given out anywhere else in 
the pay territory, the committee fixed on the price 
to be demanded, and then auctioned off among the 
six companies the privilege of competing. The sum 
named by the highest bidder was called the “bonus,” 
and this highest bidder at the secret auction then bid 
the committee’s price at the public competition, 
while the other companies, to conceal their combina- 
tion from the public, put in slightly higher “pro- 
tecting bids;”’ and if successful, the bonus was paid 
into the general treasury. The system may be illus- 
trated by one entry in the minutes: 


“It was moved to sell the 519 pieces of 20-in. pipe 
from Omaha, Neb., for $23.40, delivered. Carried. It was 
moved that Anniston participate in the bonus and the 
job be sold over the table. Carried. Pursuant to the 
motion, the 519 pieces of 20-in. pipe for Omaha were 
sold to Bessemer at a premium of $3.” 


It will be noticed that the monopoly thus given 
was only a partial one. In many States it did not 
operate at all. In others there was free competit.on 
with other large companies—competition restricted 
only by the fact that the output of these companies 
was more limited than the demands of the com- 
munity. This feature of the case wes much relied 
upon by the defandants. On the other hand the 
commodity was of quasi public importance, mainly 
used by municipalities, and the combination involved 
a restraint upon public auctions, and the making of 
false bids. 

These circumstances were noticed by the court 
in its opinion, but not regarded as essential to the 
Government’s case. The opinion proceeds upon the 
broad ground that a combination for the purpose 
of obtaining a total or partial monopoly of trade 
in any commodity whatsoever is unlawful; and that 
when the trade so restrained is interstate trade, 
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Congress has the right to interfere. The court points 
out that the earlier cases, in which restraints of 
trade have been held valid because they were rea- 
sonable restraints, are to be regarded as exceptions 
to the general rule; and it classifies these excep- 
as follows: 


Covenants in partial restraint of trade are generally 
upheld as valid when they are agreements (1) by the 
seller of property or business not to compete with the 
buyer in such a way as to derogate from the value of 
the property or business sold; (2) by a retiring partner 
not to compete with the firm; (8) by a partner pending 
the partnership not to do anything to interfere by com- 
petition or otherwise with the business of the firm; (4) 
by the buyer of property not to use the same in com- 
petition with the business retained by the seller; and 
(5) by an assistant, servant or agent not to compete 
with his master or employer after the expiration of his 
time of service. Before such agreements are upheld, 
however, the court must find that the restraints at- 
tempted thereby are reasonably necessary (1, 2, 3) to 
the enjoyment by the buyer of the property, good will 
or interest in the partnership bought, or (4) to the le- 
gitimate ends of the existing partnership, or (5) to the 
prevention of possible injury to the business of the 
seller from use by the buyer of the thing sold, or (6) to 
protection from the danger of loss to the employer’s 
business caused by the unjust use on the part of the 
employee of the confidential knowledge acquired in such 
business. 

aa The contract must be one in which there is a 
main purpose, to which the covenant in restraint of 
trade is merely ancillary. The covenant is inserted only 
to protect one of the parties from the injury which in 
the execution of the contract or enjoyment of its fruits 
he may suffer from the unrestrained competition of the 
other. The main purpose of the contract suggests the 
measure of the protection needed and furnishes a suf- 
ficiently uniform standard by which the validity of such 
restraints may be judicially determined. In such a case 
if the restraint exceeds the necessity presented by the 
main purpose of the contract, it is void for two reasons; 
first, because it oppresses the covenantor without any 
corresponding benefit ‘to the covenantee, and, second, 
because it tends to a monopoly. But where the sole ob- 
ject of both parties in making the contract as expressed 
therein, is merely to restrain competition and enhance 
or maintain prices, it would seem that there was noth- 
ing to justify or excuse the restraint, that it would 
necessarily have a tendency to monopoly, and therefore 
would be void. In such a case there is no measure of 
what is necessary to the protection of either party ex- 
cept the vague and varying opinion of judges as to how 
much, on principles of political economy, men ought to 
be allowed to restrain competition. There is in such 
contracts no main lawful purpose, to subserve which 
partial restraint is permitted, and by which its reason- 
ableness is measured, but the sole object is to restrain 
trade in order to avoid the competition which it has al- 
ways been the policy of the common law to foster. 

Much has been said in regard to the relaxing of the 
original strictness of the common law in declaring con- 
tracts in restraint of trade void, as conditions of civili- 
zation and public policy have changed, and the argu- 
ment drawn therefrom is that the law now recognizes 
that competition may be so ruinous as to injure the 
public, and, therefore, that contracts made with a view 
to check such ruinous competition and regulate prices, 
though in restraint of trade and having no other pur- 
pose, will be upheld. We think this conclusion is un- 
warranted by the authorities, when ali of them are con- 
sidered. 

The court finds only five cases cpposed to this de- 
cision, the best known being Leslie v. Lorillard, 110 
N. Y., 519; but these it finds to be opposed to the 
great mass of authority, and disapproves. 

Judge Taft takes up the various cases where rail- 
road companies’ contracts have been held to be 
valid, and treats them as follows: 


One is a case in which a railroad company made a con- 
tract with a sleeping car company by which the latter 
agreed to do the sleeping car business of the railway 
company on a number of conditions, one of which was 
that no other company should be allowed to engage in 
the sleeping car business on the same line. Chicago, 
ete., Railroad Co. v. Pullman Southern Car Company, 
139 U. S., 79. The main purpose of such a contract is to 
furnish sleeping car facilities to the public. The rail- 
road company may discharge this duty itself to the 
public and allow no one else to do it, or it may hire 
some one to do it and to secure the necessary invest- 
ment of capital in the discharge of the duty may se- 
cure to the sleeping car company the same freedom 
from competition that it would have itself in discharg- 
ing the duty. The restraint upon itself is properly pro- 
portioned to and is only ancillary to the main purpose 
of the contract which is to secure proper facilities to the 
public. Exactly the same principle applies to similarly 
exclusive contracts with express companies and stock- 
yard delivery companies. The Express Cases, 117 U. S., 
1; Covington Stockyards Co. v. Keith, 1389 U. S., 128; 
Butchers & Drovers Stockyards Co. v. Louisville & 
Nashville R. R. Co., 31 U. S. Ap., 252. The fact is that it 
is quite difficult to conceive how competition would be 
possible upon the same line of railway between sleeping 
car companies or express companies. Such contracts 
involve the hauling of sleeping cars or express cars on 
each express train, the assignment of offices in each sta- 
tion and various running arrangements which it would 
be an intolerable burden upon the railroad company to 
make and execute for two companies at the same time. 
And the same is true with contracts with a stock deliv- 
ery company. The railway company could not ordi- 
narily be expected to have more than one general sta- 
tion for the delivery of cattle in any one town; it would 
only be required by the nature of its employment to 
furnish such facilities as were reasonably sufficient for 
the business at that place. There is hardly more ob- 
jection on the ground of public policy to such a re- 
striction upon a railway company in cases like these 
than there would be to a restriction upon a lessor not 
to allow the subject matter of the lease to be enjoyed 
by any one but the lessee during the lease. The privi- 
lege when granted is hardly capable of other than ex- 
clusive enjoyment. The public interest is satisfactorily 
secured by the requirement which may be enforced by 
any member of the public, to wit, that the charges al- 
lowed shall not be unreasonable, and the business is of 
such a public character that it is entirely subject’ to leg- 
islative regulation in the same interest. 


The claims that the monopoly was only partial 
and that the prices obtained were reasonable Judge 
Taft answers as follows: 

Now, the restraint thus imposed on themselves was 
only partial. It did not cover the United States. There 
was not a complete monopoly. It was tempered by the 
fear of competition and it affected only a part of the 
price. But this certainly does not take the contract of 
association out of the annulling effect of ‘the 
against mononolies. We do not think that at common 
law there is any question of reasonableness open to the 
courts with reference to such a contract. Its tendency 
was certainly to give defendants the power to charge 
unreasonable prices, had they chosen to do so. But if 
it were important we should unhesitatingly find that the 
prices charged in the instances which were in evidence 
were unreasonable. 7 

The objection that the combination did not di- 


rectly affect interstate commerce was easily an- 
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swered. The six companies were in four different 
states, Alabama, Tennessee, Kentucky and Ohio. 
Upon each sale of pipe, five of the six companies 
were prevented from bidding, while all were de- 
barred from making any bid except at a price fixed 
by the committee. Judge Taft says: 

It thus appears that no sale or proposed sale can be 
suggested within the scope of the contract of associa- 
tion with respect to which that contract did not restrain 
at least three, often four, more often five and usually 
all of the detendants in the exercise of the freedom, 
which but for the contract would have been theirs, of 
selling in one state pipe to be delivered from another 
state at any price they might see fit to fix. Can there 
be any doubt that this was a restraint of interstate 
trade and commerce? 


These extracts from the opinion of the court ren- 
der little additional comment necessary. Perhaps 
the most important feature of the decision is its 
confirmation of the doctrine that in dealing with 
combinations under the anti-trust act, it is not im- 
portant to consider whether the rates fixed by them 
are reasonable or unreasonable. The doctrine that 
contracts restraining trade are sustainable when the 
restraint is reasonable is not properiy applicable 
when the Government attempts to break up a com- 
bination of this kind. If the District Attorney had 
to assume the burden of proving afilrmatively in 
every case that tne particular rates charged were 
unreasonable, the act would be little more than a 
dead letter. The railroad companies in their quar- 
rels with the Interstate Commerce Commission have 
again and again shown the enormous difficuities 
involved in ascertaining what is a reasonable freight 
rate in a given case. Similar difficulties have been 
met with by tariff makers in their attempts to dis- 
cover whether or not the profits of the Sugar Trust 
were reasonable. Moreover, it would be grossly 
unjust to insert such a test in a law with penal pro- 
visions. Nobody would know whether or not he was 
violating it. Whether his action would be held 
reasonable or unreasonable would be matter of 
opinion for some future judge or jury, with no 
means of ascertaining what their views would be. 
Justice Brewer has even gone so far as to hold that 
a criminal statute of this kind would be unconstitu- 
tional, as no better than the famous Chinese statute: 

Whoever is guilty of improper conduct, and of such as 
is contrary to the spirit of the laws, though not a 
breach of any specific part of it, shall be punished at 
least forty blows; and when the impropriety is of a 
serious nature, with eighty blows. 

Recognizing these difficulties, Congress has at- 
tempted the great experiment of condemning all 
combinations in the field of interstate and toreign 
commerce. 

Whether the anti-trust law applies to mere cove- 
nants in restraint of trade, contained in bona fide 
contracts of partnership or agency, or for the sale 
of the good will of a particular establishment, is a 
question left open for future consideration, both by 
Judge Taft in this case and by the Supreme Court in 
the trans-Missouri case. 








Annual Reports. 





Pennsylvania Railroad.—The advance report for 
the 12 months to Dec. 31, 1897, embraces a_ period 
in which the earlier and later months were in 
sharp contrast. The large traffic and revenues have 
been developments of the last half of the year. The 
earlier months of 1897 brought anything but en- 
couragement to the railroads. Revenues declined, 
as Compared with previous low totals, and retrench- 
ments were pushed further than before. It was not 
until well along in the summer, when the crops were 
assured and it was realized that there was a large 
Eurcpean demand to be supplied, that the steady im- 
provement in railroad earnings became so marked. 
The Pennsylvania has illustrated the trend of gen- 
eral revenues. Its gross earnings in the first half of 
the year were less than in the same months in 1896, 
but low expenses enabled increases to be reported in 
net. When the improvement in business conditions 
seen ed permanent expenses largely increased, and 
have since steadily absorbed considerable parts of the 
larger gross revenues. In view of these circum- 
stances the favorable nature of the 1897 report is 
particularly gratifying. There are increases of $2,- 
127,000 in the gross earnings of the Lines East of 
Pittsburgh & Erie; of $2,328,000 in net receipts from 
traffic, and of $2,404,000 in income applicable to fixed 
charges and dividends. After paying five per cent. 
dividends as in 1896, the balance is $2,881,467 in 1897 
against only $766,701 in 1896. 

The income account in 1896 was one of the most 
unfavorable ever made by the Pennsylvania, while 
that of 1897, in spite of the fact that revenues could 
only be ealled satisfactory for part of the year, is one 
of the best. Gross receipts are still from two and a 
half to four and a half millions below the totals of 
the early nineties, but the net income compares fa- 
vorably with even the returns of those excellent 
years. 


The general results of the Lines East of Pittsburgh 
for three years are given below: 





























1897 1896. 1895. _ 
Grogs GAFHINGS.... 06. ccccecses $64,223,113 $62,096,503 $64,627,179 
Operating expenses.......... 43,257,626 43,459,327 44,510,656 
INGE GAPRINGS so 6 os cciciccaccecs $20,965,487 $18,637,176 $20,116,523 
Interest from investment... 4,847,410 4,935,868 4,611,087 
Rentals of equipment....... 647,088 483,012 452,372 
Total income . $26,459,985 $25,179,983 $23,853,733 
WRGUNAE Scacicccecacsewacs .-+- 9,718,480 8,824,163 8,896,061 
Band terest .....6..ccscccccs 4,261,039 4,257,819 4,163,775 
Interest on mortgage and 
ground rents, car trusts, 
ChE. ccnccosevcccadscsxcssaones 1,647,384 1,582,954 1,589,714 
INGE INCOME soc cc veccscccccncs $10,833,132 $9,391,121 $10,534,432 
Sinking fund, etc............. 419,190 642,398 568,712 
Extraordinary improve- 
WUGMAM acccascsets (eadudoceene 1,067,305 1,516,899 1,327,250 
Balance $9,346,637 $7,231,824 $8,634,470 
Dividends 6,465,170 6,465,128 6,465,011 





Both in 1895 and 1896 the charges for extraordinary 
betterments were in excess of the amount required 
for a one per cent dividend on the stock, and in 1897 
only a few thousand dollars less. But out of the 
balatce of $2,881,467 in 1897, after dividend deductions, 
the ecmpany has set aside $1,800,000 for improvements 
now under way. In addition, charges aggregating 
$2,409,833 (the principal items being $1,436,119 for re- 
duction in valuation of coal companies and $708,336 
for reduction of equipment valuation), have been 
made against the profit and loss balance, which is re- 
ported as $22,823,957 on Dec. 31, 1897. 

The consolidated mortgage sinking fund now 
amounts to $5,319,908 in securities and cash, $324,780 
having been added during 1897. The sum of $136,400 
accrued for the redemption of the four per cent. 
equipment trust gold loan, but bonds of that issue 
being unattainable at the fixed priee, the funds were 
invested in new equipment. 

It is interesting to note that the revenue derived 
from the company’s investments more than provided, 
as in other years, for the entire funded debt. The 
sum yielded was more than four per cent. on the cost 
price, given as $119,659,344. 

The Pennsylvania’s policy in the purchase of equip- 
ment through car trusts has been in marked con- 
trast to that of other rich companies. Nearly 57,997 
cars, it is stated, have been provided through car 
trusts, and altogether $30,644,000 of car trust certifi- 
cates have been issued by the company. The amount 
unreceemed at the end of 1897, however, was only 
$2,782,000. During the year four series of trusts were 
finally paid off and 8,634 cars thus released from such 
obligations, the payments on the principal of the 
trusts in 1897 being $1,325,000. 

Tiere has been no change in the funded debt of 
the Pennsylvania Railroad Co. during the year, this 
remeéining as $87,943,911, but President Thomson refers 
briefly to the refunding operations on the Western 
lines. To provide for this a sale of $5,000,000 40 year 
3% per cent. guaranteed trust certificates of the 
Pennsylvania Co., guaranteed also by the Pennsyl- 
vania Railroad, was made on favorable terms. This 
sale provided funds to take up the maturing bonds, 
amounting to $2,600,000, of the St. Louis, Vandalia & 
Terre Haute. These will be held in the company’s 
treasury until the reorganization of that road pro- 
vides for their payment. President Thomson refers 
to the litigation involving the old leases and guaran- 
tees. of the Terre Haute & Indianapolis, which pro- 
longs the receivership, and says that no definite 
result has yet been reached. 

Reference is made to the exceptionally favorable 
results from the operation of the Western lines of 
the system, and indeed the recuperative powers 
shown by those lines and their ability to keep down 


expenses, have been most interesting incidents in 





tne history of the Pennsylvania during 1897. The 
Pennsylvania Co.’s lines report the following general 
results’ 
CONOR CARNE ao ccc cs daccvenesdeqsarsdesdnddsavaasataas $20,225,670 
DOGE, CORMNI  o oe vee suavevccadde died cdddagunadeucaecens 8,050,069 
RUGMUAIS, INTEPERE, ClC oc. oc vccccesccccsenwesaseussueles 7,066,904 
Net DOIG oo ois ic csc cicncvonccsecedsecsccseasscscuecesses $983,165 
The Pittsburgh, Cincinnati, Chicago & St. Louis re- 
ports: 
Ce CI Sivncnctcsincasdcckiducieeousdsvosenuesesa $17,771,942 
Ne ooo onsen s cade ntacannccvessudwnkdeussswecades 5,657,908 
FORUGTCRE, FORMEBIG, ClO ci ccccivcecccedccatuingecuceavies 4,187,203 
Wii bv cctd caenxcndariancdcisvccensccciauiewasraas $1,470,705 
© Net. PFOHE, WeSteril. NCB. icc i ci cccdcccsievcievscvsanes 2,453,870 


in 1896 the Pennsylvania Co. lines reported a net 
profit of $209,382, and the Panhandle lines a net profit 
of $6€2,943, the aggregate of the two being $872,326 
against the $2,453,870 in 1897 reported above. 

The most important improvements under way are 
the revisions of the grades and alignment of the main 
line, which work was resumed last fall. 

V'o facilitate train movements over the Allegheny 
Mour.tain, provision is being made for four tracks 
between Altoona and Kittanning Point, and for three 
tricks between the latter point and the west end of 
the Gallitzin tunnel. The widening of the new Por- 
tage tunnel and the double tracking of the Portage 
Road from the tunnel to Cresson have also been 
placed under contract. For this work and to com- 
plete the equipment of the freight cars with safety 
appliances, as well as for similar purposes, an ex- 
traordinary improvement fund has been created, for 


which such sums will be set apart from time to time 
as can be spared from income without encroaching 
upon the dividend fund. 








South Carolina has passed a “Jim Crow ear law,” 
the act having been approved by the Governor on 
February 18. It is more carefully drawn, in some 
respects, than the separate car laws of some other 
States. Besides the usual provisions, among which is 
a $500 penalty clause, there is a section to the effect 
that the act shall not apply to nurses on trains, to 
narrow gage roads, to relief trains in 
cident, to through vestibule trains, nor to officers or 
guards transporting prisoners, or prisoners being so 
transported. Section 5 provides that when either the 
white or the colored car (or compartment) is full, 
and an additional car is not available, the conductor 
may set apart such portion of the other car (or com- 
partment) as may needed to accommodate the 
passengers. The law says that ‘there shall be a sec- 
ond class car’ [on every train?] in which it shall be 
lawful for any and all persons to ride. Nothing in 
the act shall prevent running passenger cars on 
freight trains. The provision seems to be intended 
to exempt the companies from providing separate 
cars for each race on freight trains, but it does not 
say so. The law does not apply to railroads less 
than 40 miles long. It takes effect September 1, 1898, 


ease of ac- 


be 








This proposition to run second-class cars seems to 
be a new kink in the perennial agitation in the 
Southern Legislatures to hamper the railroads in 
their passenger car arrangements. A modification of 
the separate car law has recently been introduced in 
the Legislature of Kentucky, and it contains a pro- 
vision allowing the railroads to run second-class cars, 
charging for passage therein one-half the rate 
charged in first-class cars. This childlike proposal 
to take 50 per cent. off from rates already low seems 
to have been made in all seriousness, and the rail- 
roads of Kentucky will be obliged, we suppose, to 
meet the issue the same as though it had been made 


by responsible men. Mr. W. J. Murphy, Super- 
intendent of the Cincinnati, New Orleans & 
Texas Pacific, appeared before the Legislative 


Committee and presented a brief argument against 


the half-fare clause, and showing at the same 
time what costly facilities the company furnishes 
to its passengers at the present rates. On 


his road the earnings from passengers, in the last 
year reported, amounted to $624,710, and the expenses 
charged to the passenger department amounted to 
$597,805, leaving a narrow margin of profit. Mr. Mur- 
phy claimed, and with reason, that if the second- 
class cars were run at such very low rates, at least 
half the people travelling would ride in those cars: 
which, he estimated, would reduce the passenger 
earnings to about $469,000, or $129,000 less than the ex- 
pense of running the trains. This is a fair sampie 
of the financial conditions involved in passenger 
fare laws which are proposed about every year, noi 
only in Kentucky, but in Ohio, New York and all over 
the country. 





Mr. H. S. Montgomery, General Watch Inspector 
of the Atchison, Topeka & Santa Fe, has issued his 
annual report for the year 1897, giving a brief record 
of every watch examined. This record, giving the 
name of the owner and of the maker, the maker's 
numbers and the behavior of the watch in three 
tests, fills about 50 pages. About one-third of this 
space is taken up with a list of watches condemned, 
though apparently these do not constitute a third of 
all the watches examined. All watches are tested 
for twenty-four hours in each one of three positions, 
pendant up, dial up and dial down, and the per- 
missible limit of error is six seconds. A watch 
losing three seconds in 24 hours in one position, gain- 
ing three in another, and losing three in the third, 
is accepted, the extreme variation being only six 
seconds. A watch gaining 15 seconds in one posi- 
tion, 12 in the second and 9 in the third would 
accepted; for, the position rate being thus shown to 
be acceptable, it is merely a question of regulation 
to make the watch run with a maximum variation of 
30 seconds a week, which is the standard of the 
American Railway Association. The Atchison re- 
quires watches to be examined, and certificates to 
be renewed, on the first day of each month, and 
employees must carry their certificates with them 
when on duty. The standard watch of the Atchi- 
son must have 17 jewels, and must be adjusted to 
temperature, position and isochronism. Mr. Mont- 
gomery says in the report that several watches were 
found in the hands of employees which ran well in 
the pocket position, but varied over one minute a 
day when lying down. On the other hand, the pro- 
portion *of good watches, even among those which 
have been used 10 years, and even 20 years, was so 
large as to create surprise. 


be 








Judge Williams of the United States Circuit Court 
for the District of Kansas has denied the application 
of the Kansas City, Pittsburg & Gulf for an injunc- 
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tion against the Atchison, Topeka & Santa Fe re- 
straining the latter from putting into effect its notice 
canceling joint tariffs with the Pittsburg. The 
Santa Fe first joined in the notice given by the roads 
of Southwestern Traffic Association, but later, 
as stated last week, withdrew this notice, subse- 
quently serving independent notice on the Pittsburg 
declining to join in through tariffs with that line. 
The Pittsburg first filed a bill in equity in the 
United States Circuit Court of Missouri and Judge 
Phillips issued a restraining order, but before the 
date set for hearing in that court the case was with- 
drawn and a new bill filed in the Kansas_ court. 
The bill charged that the Santa Fe was a member of 
the Southwestern Freight Bureau, a combination in 
restraint of trade and commerce contrary to the 
Anti-Trust Act; that the notice served by the Santa 


the 


Fe was issued for the purpose of compelling the 
Pittsburg to join the bureau; that the Santa Fe 


threatened to refuse to receive and transport loaded 
and empty cars at the same other 
roads under existing joint tariff arangements. Judge 
Williams, in declining to grant the injunction, said 
that all that appeared to have done by the 
Santa Fe was the cancellation of its joint tariff for 
the division of through rates, and that it had a per- 
fect legal right to do this; that the provisions of 
the Kansas law requiring roads to receive and draw 
loaded and empty cars from connecting lines with- 
out discrimination did not affect the present case, as 
it involved Interstate commerce only. The Pitts- 
burg road has given notice of appeal to the United 


rates accorded 


been 


States Court of Appeals. 





NEW PUBLICATIONS. 


Bridge En- 
New York: John 


A Pocket-Book for 


Waddell. 


“De Pontibus: 
gineers.’’—By J. A. L. 
Wiley & Sons, 1898. Duodecimo; morocco cover 
with flap; pp. xii., 403, and 10 plates. Price, $3.00. 

The trip up the Rhine should be made by steamer 
between Cologne and Mayence. In common with 
other travelers, the engineer tourist will admire the 
beauty of the vine-clad hills and the majesty of 
the casteled crags, but his appreciation of the 
bridges and other transportation facilities will be 
different from theirs. The quaint pontoon of 
boats and the fine lattice trusses of the railroad 
bridges at Cologne, the magnificent metallic arches 
at Coblenz and Mayence, and even the curious rope 
ferries that are frequently seen in qperation, not only 
incite his interest but inspire him with admiration at 
the aesthetic and economic manner in which German 
engineering science utilizes the materials and forces 
of nature for the benefit of man. 

As the steamer passes the crumbling walls and an- 
cient watch tower of the village of Andernach, the 
engineer who has studied the Latin language reads 
in the guide book a sentence which arouses peculiar 
emotions. “Here,” tradition says, ‘“‘Caesar built his 
famous timber bridge.’ Instantly his thoughts go 
back to the time of his youth, and there arises 
the vision of a class assembled for the purpose of 
reading the description of this bridge (pons) given 
by the great Caesar himself in his ‘Commentaries on 
the Gallic War’’ (de bello gallico). He recalls viv- 
idly the rude diagram made by the schoolmaster on 
the blackboard to illustrate the plan of construc- 
tion (rationem pontis). Double piles 18 inches in di- 
ameter (tigna bina sequipedalia), slightly sharpened 
at the lower end (paulum ab imo praeacuta), are 
firmly set in place by pile drivers (fistucis adeger- 
at), and upon them are laid floor beams 24 inches 
deep (trabes bipedales), which in turn support the 
longitudinal stringers (directa materia injecta) and 
the floor of poles and fascines (onguriis  crati- 
busque). This vision of the schoolroom is quickly 
transferred to the Rhine itself, and, as the steamer 
leaves fair Andernach the imagination of 
the engineer sees the completed bridge (pontem ef- 


far 


behind, 


fectum) stretching across the river and crossed by 
the Roman soldiers as they march onward against 
the barbarians. 

The that lies before 
engineer whose first ‘technical 
ing bridges (de pontibus) was undoubtedly derived 
from this famous chapter in ‘‘Caesar’s Commentaries,’ 
for he tells us in the preface that he devoted five 
years to the study of Latin. Moreover, he has 
never been able to make any practical use of the 
konwledge thus acquired, and now having something 
to say concerning bridges, he grasps the “unique 
opportunity” and gives to his book a Latin title. 
Evidently our author does not favor the study of 
Latin, but some might maintain that the fluency 
and clearness of his English are due in a certain 
degree to that dead language. Be this as it may, 
this book certainly deserves praise for its clear and 
style; there any dotibt as to 
exactly what the author means. 

The book is unlike other books, in that its matter 


us is writien by an 


knowledge concern- 


volume 


definite nowhere is 


is drawn almost entirely from the author’s own ex- 
tensive practice. About one-third of it has been 
previously published in the shape of specifications 


and papers, but the rest is new and fresh. No 


stress computations are given, and ao details of de- 
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sign, but the discussions are mostly from the poin’ 
of view of one who writes specifications or issues 
general instructions to draftsmen. Thus the matter 
is supplementary to that given in text-books and of 
especial value to young engineers in bridge offices 
who are aiming to rise in their profession. First 
principles of design, true economy in design, aesthet- 
ics in design, trestles and viaducts, cantilever 
bridges, revolving drawbridges, triangulation, and 
office practice, are the titles of eight chapters out 
of the twenty-four, and these indicate that the dis- 
cussions a wide field. 

Every book has its defects, and this is no exception, 
but we shall point out only one of them. In speaking 
of swing bridges, the author expresses his distrust of 
all theories by which live load stresses are computed 
and says he has very little faith in even their ap- 
proximate correctness. He advises professors of 
civil engineering to experiment on models in order 
to weigh off the reactions and thus enable those of 
real swing bridges to be exactly known. It is sur- 
prising that an engineer who has designed some of 
the longest swing bridges ever erected should enter- 
tain such views. It seems to us safe to say that no 
amount of experiment with a child’s wagon on a 
toy track can determine the friction, adhesion and 
traction of the locomotive on the real railroad, nor 
can laboratory experiments in troughs determine the 
laws of flow in rivers. Moreover, if we rightly un- 
derstand the case, and it is well stated by our cor- 
respondent C. F. M. in our issue of Feb. 4, 1898, 
the reactions of any model or of any existing swing 
bridge can be calculated in advance of experiment 
with complete exactness. But no one can use this 
theory with full confidence unless he takes the pains 
to understand it. Experiments on a model might not 
fit the actual bridge at all, but ‘the well-established 
theory applies to both with a precision limited only by 
the accuracy of the data. 

The book is written for six classes of readers: For 
practicing bridge engineers, for young engineers in 
offices, for professors of civil engineering, for stu- 
dents of civil engineering, for railroad engineers and 
for county commissioners. The first principles of 
design here set forth will be valuable to all classes, 
for they have not beeen heretofore presented with 
such emphasis and clearness, although many of them 
are axiomatic. All that the author says regarding 
the importance of aesthetic design can be cordially 
indorsed. The specifications given replace the 
pamphlet editions previously issued. The tables and 
plates illustrate the author’s practice in regard to 
impact, columns and other details, and render his 
compromise system of live loads easy to use. Prac- 
ticing bridge engineers may differ regarding the 
value of these tables and plates, and professors will 
not probably derive, as the author imagines, much 
assistance from the book in preparing their lectures. 
Nevertheless, the volume fills an important place 
as a record of the practice of a careful and suc- 
cessful bridge engineer, and it will undoubtedly ex- 
ert a good influence in promoting the aesthetic ar- 
rangement, sound design, and accurate workman- 
ship of the truss bridges of future years. 
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The Graduate School of Railroad Mechanics at Cornell. 





Railway Engineering in all its branches has had 
much attention at Cornell University for many years. 
It has constituted important divisions of the work 
of the College of Civil Engineering, relating espe- 
cially to survey, location and construction, with field- 
work and other applications. Advanced and special 
instruction has been offered for many years past, in 
railroad and bridge engineering and related sub- 
jects.* These courses are intended for the practi- 
tioner, young or old, and are directed especially to 
the elucidation of points of practice in this special 
field. Among the electives are courses relating to 
railroad engineering—elevated, surface, and under- 
ground—to financiering and to jurisprudence. 

The Sibley College of Mechanical Engineering and 
the Mechanic Arts has, in a similar manner, given 
instruction in the mechanical engineering of the rail- 
road, and the design and construction and the test 
of all the various mechanisms of steam and electric 
railroads are made the subjects of courses of instruc- 
tion and of practical application. Of late years these 
subjects have assumed importance corresponding to 
their development throughout the country, and an- 
other step is now announced in the development of 
such departments of professional work. 

A “Graduate School of the Mechanical Engineering 
of the Railroad” is now in process of organization, 
with Professor H. Wade Hibbard at its head; it is 
similar in character, in its own field, to the “Graduate 
School of Marine Engineering and Naval Architec- 
ture’ of Sibley College, presided over by Professor 
Durand. We are informed by the Director of Sibley 
Cellege that this school, while primarily a graduate 
school, and intended mainly for the instruction of 
specialists, will also afford a variety of instruction, 
as electives, in the undergraduate course, as does the 
“Graduate School of Marine Engineering” and that it 


* Cornell University Register, 1897-98, pp. 208, 209. 


will directly and indirectly aid the college under- 
graduate work to an important extent. Its courses 
of instruction will include such as may be offered 
by other departments of the college and of the Uni- 
versity bearing upon the scientific side of its own 
work; such as the designing of machines and ma- 
chinery generally, in all related branches of mechan- 
ical engineering, in shopwork, chemistry and physics, 
in electrical engineering of railways, and in experi- 
mental engineering, including locomotive tests and 
motive power work. Of the latter, some such work 
is always, and has long been, in progress, and the 
records of the Department of Experimental Engi- 
neering include some exceedingly useful and inter- 
esting trials of the motive machinery of steam and 
electric railroads; while the number of less remark- 
able tests is very great. 

The head of the new graduate school of railroad 
mechanical engineering is Professor H. Wade Hib- 
bard, a graduate of Brown University, of Sibley Col- 
lege and Cornell University, and of the Rhode Island 
Locomotive Works, and now in charge of the ma- 
chine design and railroad engineering work in the 
University of Minnesota. He will announce his new 
plans in the course of a few weeks, and the school 
will be in full operation next autumn. Messrs. John 
S. and David Reid, designers of long experience in 
locomotive and railroad work, and who have been 
oftering special courses in this department, in past 
years, will continue their work in conjunction with 
the new school, and it may be expected that the 
student taking work in the several departments of 
the school, in civil engineering, in experimental en- 
gineering and in law and economics, will have a most 
satisfactory outfit for his special professional work. 








The Railroad on West Street, New York. 





Continued from page 161 

will be ferried over on four-track transfer boats capa- 
ble of carrying trains of 40 cars. Where are these 
40-car trains to be made up? If on the side tracks, 
those side tracks cannot be used for standing cars; if 
on the middle track, movement would be stopped. 
Then each of the eight railroads must have its own 
40-car train made up at its own time and its own 
boat waiting at Castle Garden to receive the train. 
There would be 23 such trains going west- 
ward every day. Each train with its engine would 
oceupy about 1,400 feet of track, and eight of them in 
a line at once would stretch for a distance of 11,200 
feet, or two and one-eighth miles. The physical im- 
possibility of operating any such system is obvious. 

In a second article, Mr. Buchholz examines at con- 
siderable length the conditions attending the han- 
dling of export and import freight at New York. 
The great bulk of the merchandise exported consists 
of grain, flour, provisions, cotton and tobacco. An 
inspection of the manifest of any of the large steam- 
ers will show that, as regards the great bulk of the 
freight handled, a railroad on West street would 
be of no value. The North German Lloyd Steamship 
Company took out of New York in the six months 
ending December, 1897, the goods shown in the fol- 
lowing paragraph, and the conveyances by which 
these goods reached the ships were as noted: 

3,509,388 bushels of grain by floating elevators: 
55,423 bales of cotton—5 per cent. by trucks; 95 per 
cent. by lighters: 6,195 hogsheads, 10,344 cases and 
18,144 bales of tobacco—10 per cent. by trucks; 90 per 
cent by lighters: 32,074 barrels and 6,372 cases of green 
apples—60 per cent. by trucks; 40 per cent. by light- 
ers: 46,000 packages of dried fruit—25 per cent. by 
trucks; 75 per cent. by lighters: 75,600 packages ol! 
lard—10 per cent. by trucks; 90 per cent. by lighters: 
16,000 packages of provisions—20 per cent. by trucks: 
80 per cent. by lighters: 29,000 tons of measured goods 
—10 per cent by lighters; 90 per cent by trucks. 

This merchandise was loaded at Hoboken and if 
railroad tracks on the piers had been required, it is 
reasonable to assume that they would long since 
have been furnished, as it would have been an easy 
matter to do so. Grain, the largest single commodity, 
cannot be loaded directly from cars to ships. Flour 
is nearly always put in a storehouse, because it sel- 
dom arrives at just the right time to be put aboard 
vessels. When taken out of warehouses it can be 
taken by lighter to the ship’s side as cheaply as it 
can be handled in any other way. Even if a ship 
were to load entirely with flour, say 40,000 barrels, 
lighters would still be necessary, as so large a quan- 
tity could not be assembled on short notice. The 
next important item is cotton, and a large percentage 
of this comes by vessels from southern ports, which 
can deliver it alongside the ocean steamer. When 
cotton comes by rail, transfer by lighter is the 
cheapest method. To put the cars on floats would 
cost more, and to move the cars over a track on 
West street would cost still more. 

Mr. Buchholz quotes a manifest of the freight 
taken by the steamer Georgic on a certain voyage 
for Liverpool. About 3,000 head of cattle and sheep 
came by lighter from Jersey City, and 300 tons of 
beef was taken directly out of cars on floats, but 
practically all the rest of the very large cargo, eX- 
cept some small lots of perishable freight, was 
delivered by lighters. Included in this freight were 
flour, tallow, lumber, iron, lead, slate, glucose, cotton 
and corn. Of corn, there were about 50 carloads, ail 
of which came from the New York Central in light- 
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ers. The small lots of perishable freight were 
delivered to the vessel from cars on the New York 
Central pier. 

Manifests are quoted showing the loads of two 
steamers from Europe, embracing a great variety of 
commodities. Little, if any, of this*freight would be 
likely to be taken from a wharf in carload lots. 

Mr. Walter Katte, Chief Engineer of the New York 
Central, speaking to a reporter of the Journal of 
Commerce, agrees with Mr. Buchholz. He says that 
the proposed West street railroad would be a suc- 
cession of frogs and switches—all branches and no 
trunk. It would offer facilities neither for making 
up trains nor for moving them. The proposed apron 
at Castle Garden adapted to the use of a four-track 


transfer boat would complicate matters instead 
of simplifying them. Why land ears there at 
all when they can be floated alongside of the 


bulkheads of the various railroads where freight is 
now delivered and loaded? There is no economy in 
taking the cars off a transfer boat instead of allow- 
ing them to remain on the float, even if room for 
them could be found on West street. 

Mr. Katte says that, although the New York Cen- 
tral moves some freight cars through the streets to 
reach its station at St. John’s Park, this is a slower 
and more expensive way of moving the cars than 
carrying them on floats. The St. Johns Park station 
has to be maintained, however, for the convenience 
of merchants in that district. The water highway 
of the North and East rivers, free to all, is New 
York’s true belt railroad. ‘Rival ports will continue 
to run New York a close competition in the handling 
of the cruder and bulkier articles of freight, and 
probably take a good deal of this away from us, 
but it will be the fault of New York itself if she 
fails, by a proper use of the advantages which 
nature has given her, to retain her long established 
and well founded commercial supremacy.” 

Mr. H. B. Campbell, President of the American 
Warehousemen’s Association, questioned by the 
Journal of Commerce, calls attention to the large 
quantities of crude freight imported at New York 
(sent inland largely in carloads) for which the port 
needs better facilities. This is aside from the West 
street problem, but is important. The best transfer 
facilities for this kind of freight are those at Brook- 
lyn and at the National stores, but at both these 
places goods have to be placed on the dock before 
being put into the warehouse, and there is unneces- 
sary handling. If New York is to get its share of 
the grain traffic, transfers must be made directly 
from railroad elevators to ocean vessels, but there 
is only one elevator in the port at which the water 
is deep enough for large vessels. 

In a later issue of the Journal of Commerce, Mr. 
George S. Morison makes a partial reply to the 
criticism of the report, of which he was one of the 
signers. He says that the critics have taken only a 
part of the report made by the board. The problem 
had to do with the needs of the port of New York 
as a whole, and the consideration of West street had 
to do mainly with the wasteful use of pier room un- 
der present conditions. From the Battery to Ganse- 
voort street, two and one-half miles, the railroads 
occupy 29 per cent. of the water front. This space 
is largely used by floats which lie at the piers, with 
the freight cars upon them, while the cars are being, 
unloaded and loaded. At Twenty-third street the 
Erie has a better plan—the cars are run into a yard 
on the shore. If the other roads would adopt this 
method, four ferries, with a water front of 600 
ft., could do all the work for which the railroads 
now use 3,883 ft., and valuable water front would be 
liberated for the use of ocean steamers. 








TECHNICAL. 





Manufacturing and Business. 
A charter has been issued to the Eureka Railroad 
Torpedo Co. of Bradford, Pa., with a capital stock of 
$2,500. 

The West Virginia Bridge Co., Charleston, W. Va., 
assigned last week. The liabilities are $50,000, and 
assets, $15,000. 

The Berlin Iron Bridge Co. of East Berlin, Conn., 
is building a new boiler house roof for the Coe 
Brass Mfg. Co. of Ansonia, Conn. 

For the past two weeks the Goodwin Car Co, has 
had one of its cars on exhibition at the Pennsylvania 
Railroad depot at Jersey City, for the officials of 
that road. 

R. D. Wood & Co., Philadelphia, Pa., have se- 
cured a contract for supplying about 552 tons of 3 
in. x 6 in. cast pipes and fittings for the Hastings 
Corporation, London. 

Articles of association have been filed in Wis- 
consin by the Kuhlmann Automatic Car Coupler 
Co. of La Crosse. Capital, $10,000. Incorporators: 
Adolph Kuhlmann, TI. Schilling and E. C. Riley. 

The U. Baird Machinery Co. and Somers, Fitler & 
Clark, of Pittsburgh, have received contracts for ma- 
chinery and supplies needed by the electrical and 
mechanical engineer of the Pittsburgh Department of 
Public Safety. 


At the annual meeting of the Newburyport Car 
Mfg. Co., Newburyport, Mass., the following officers 
were elected: E. P. Shaw, president, W. F. Runnels, 
treasurer. The directors are: E. P. Shaw, W. F. 
tunnels, L. W. Sargent, J. P. Marquand of Newbury- 
port, and Chas. H. Haines of Melrose, Mass. 

The Jamaica Electric Light Co., Jamaica, Long Is- 
land, will add about 600 lights to its system in the 
vicinity of Dutton. The central station will be en- 
larged for the installation of four 125 H. P. boilers 
and three 200 H. P. engines, manufactured by the 
Ames Iron Works, Oswego, N. Y., and five 116 light 
dynamos manufactured by The Ball Co. 

The Erie is about to build a coaling station at Jer- 
sey City, N. J., and bids will be received at the office 
of the Chief Engineer at 21 Cortlandt St., New York, 
until March 12, 1898. Plans and specifications can 
be seen at the office of the Assistant Engineer at 
226 and 228 Pavonia Ave., Jersey City, N. J., or at 
room 1401, 26 Cortlandt St., New York. 

The New York Car Wheel Works, Buffalo, N. Y. 
have asked us to contradict the statements which 
have recently appeared in the press to the effect that 
the P. H. Griffin Machine Works and the New York 
Car Wheel Works are about to move their works 
from Buffalo to Pittsburgh and New Castle. They 
state that there is not a particle of truth in the ru- 
mor. 

Thomas Carlins’ Sons of Allegheny, Pa., report 
numerous orders for their improved cube concrete 
mixers. They have made recent shipments to the 
four quarters of the United States, having filled or- 
ders from Key West, Fla., Port Townsend, Wash., 
Brooklyn, N. Y., and Portland, Me. The company 
is now filling the last of several orders for ammuni- 
tion hoists for the new fortifications which have 
been under way in this country. 


The Pyle National Electric Headlight Co., Chi- 
cago, reports a growing business, the _ sales 
since July 1 amounting to 150 complete locomotive 
equipments. Among recent shipments are 12 head- 
lights to the Houston & Texas Central R. R. and i 
to the Georgia & Alabama Ry., which roads 
are gradually fitting all their passenger and freight 
engines with electric lights. Two headlights have 
been placed on engines of the Mobile & Ohio R. R., 
while the Chicago, Rock Island & Pacific has lately 
equipped five new passenger locomotives for its 
Western Division with electric headlights; this 
makes 8 Rock Island passenger engines which have 
so far been equipped. 

Olney & Warren, 36 Dey St., New York, have 
received an order for a working model of one of 
the latest New York Central & Hudson River loco- 
motives. The dimensions are 9% ft. long over all, 
height from rail to top of stack 28 in., cylinders 25 
in. x 4% in., drivers 13 in. in diameter, truck 
wheels 6 in. in diameter, boiler 11 in. in diameter. 
weight 600 lbs., steam to be used at 160 lbs. The 
locomotive is to be used on a miniature railroad for 
hauling children. Olney & Warren build working 
models of standard locomotives from their regular 
patterns, of which they have several sizes, or to 
any desired specifications. They pay special at- 
tention to working models of the locomotives which 
haul the Empire State express. They also make 
model locomotives to run by compressed air. They 
furnish castings, either rough or finished, for the 
purchaser to put together, or the locomotive com- 
plete, ready to run. These locomotives are used 
for a variety of purposes, among them being to 
study valve motion and for inventors to experiment 
with. 

Iron and Steel. 
The Llinois Steel Company is arranging to increase 
the capacity of its Joliet Works by putting in a new 
rod mill and other modern machinery. A new elec- 
tric light plant will also be instalied, and it is esti- 
mated that the improvements will cost between $250,- 
000 and $300,000. 
New Stations and Shops. 

The Gulf, Colorado & Santa Fe is to build a new 
passenger station at Houston, Tex., ‘to cost about 
$10,000. It will be one story, and the material will 
be stone and brick. The contractor is J. M. Archer 
of Dallas. 

The Lehigh Valley is building a frame freight 
transfer station 750 ft. x 16 ft., with tin roof, at 
Lehighton, Pa. This is a substitute for transfer 
arrangements previously in effect at Mauch Chunk, 
a few miles further up the line, the purposes being 
economy of hauling and avoidance of delay to 
trains at the point heretofore used for such trans- 
fer. 

Bids were opened on Feb. 10 for the substructure 
of the new ferry house and station building which 
the Philadelphia & Reading is to build for its At- 
lantic City business. The station building will be 
about 60 ft. x 100 ft., with suitable baggage and 
express rooms and slips beyond to accommodate 
at one time two ferry boats. The superstructure 
has not yet been let. The total cost of the struc- 
ture will be about $100,000, and it is expected to 
have it completed and ready for service for the 
coming summer’s business. 


Panama Canal, 
A Consular clerk writes from Colon to report the 
completion of the La Boca dock, the Pacific terminus 
of the Panama Canal. He says: “I have heard the 
opinion expressed that the dock will prove to be a 
complete success. On the other hand, I have heard 
it stated that this is only another example of the 
waste which has characterized the management of 
this undertaking.”’ 
The Snoqualmie Falls Power Project 
Mr. T. T. Johnston, Assistant Chief Engineer for the 
Sanitary District, Chicago, has been appointed Chief 
Engineer for the Snoqualmie Falls Power Co. which 
is now engaged in developing the Snoqualmie Falls, 
situated about 25 miles from Seattle and 35 miles 
from Tacoma, Wash. These falls, which are about 
300 ft. high, are estimated to have an available power 
of about 50,000 H. P., of which 10,000 H. P. will 
be utilized at the present time. Electrical trans- 
missions will be installed, which will deliver power in 
both Seattle and Tacoma. Mr. Johnston will retain 
his position with the Chicago Sanitary District and at 
the same time act as engineer for the Falls Co. 
A New Lake Steamer. 

Dispatches announce the launching on Feb. 26 of 
the new side-wheel steamer City of Erie from the 
Wyandotte yards of the Detroit Dry Dock Co. The 
boat belongs to the Cleveland & Buffalo Transit Co. 
and will be used on the Cleveland and Buffalo route, 
alternating with the City of Buffalo. The new 
steamer is similar to the City of Buffalo, and it is 
the largest of her type on the lakes. She is of steel, 
and is 324 ft. long and 78 ft. beam over the guards. 
Her engines are of the Fletcher type and she has 
greater boiler capacity than her sister ship, being ex- 
pected to develop a speed of 24 miles an hour. There 
are three decks, 160 staterooms and accommodations 
for about 400 passengers. She will be completed 
about June 15, and her approximate cost will be $375,- 
000. 

Electric 
The Brooklyn Elevated Railroad Company has com- 
tracted with the Walker Company of Cleveland for 
the equipment of a number of passenger cars with 
Walker electric motors. The motors for 24 cars, to 
be delivered first, will be temporarily put upon 12 
ears, four motors each, these cars to be used in 
switching trains from the main line of the elevated, 
where they are delivered by steam engines, to the 
tracks of the New York & Brooklyn Bridge. The 
cars are to be run over the bridge, and may be at- 
tached to cars which,grip the cable or may be pro- 
pelled by the electric motors. It is expected that the 
elevated cars will be run over the bridge by June 1. 
The officers of the Brooklyn Elevated state that they 
hope to put electric motors on all of the cars of 
the Fifth avenue line. This done, the equipment 
of the elevated track with a third rail will enable the 
company to abandon steam engines on that line, The 
ears to be equipped by the Walker Company will 
have the Sprague multiple unit system of control. 
A New Tug for the New York, New Haven & 

Hartford. 

On Feb. 24 the Pusey & Jones Co., Wilmington, Del., 
launched one of the two tugs for which they re- 
ceived a contract from the above mentioned railroad. 
Length on il ft. water line from aft side of stem to 
forward side of stern post 110 ft.; beam, molded 25 
ft., depth, molded, at lowest point 14 ft. The hull is 
of steel. The engine is vertical, direct acting, surface 
condensing, compound, the high pressure cylinder 
being 20x28 and the low pressure 40x28. The boiler 
is of the Scotch type 14 ft. 6 in. in diameter, by 11 
ft. 6 in. long, with three corrugated furnaces 42 in. 
The working pressure is 140 Ibs. per 


Motors for the Brooklyn Elevated. 


in diameter. 
sq. in. 
Electricity on the St. Paul. 

We have recorded heretofore the progress of events 
in the matter of equipping the Evanston Division of 
the Chicago, Milwaukee & St. Paul for electric op- 
eration, which has been under consideration for 
many months. The company on last Monday asked 
the City Council of Chicago for permission to change 
the Evanston Branch between Kinzie street station 
and the northern limits of the city for electric opera- 
tion. It will be remembered, perhaps, that the 
project is to bring in the suburban trains of this di- 
vision of the St. Paul over the Northwestern elevated 
road, and so to the Loop. 

Roundhouse Smoke Stacks. 

At the last annual meeting of the Association of Rail- 
way Superintendents of Bridges and Buildings a com- 
mittee was appointed to investigate the matter of 
roundhouse smoke stacks and ventilation. This com- 
mittee has issued a circular letter asking for in- 
formation, tracings of methods used, statements of 
costs and opinions as to the best methods for the 
arrangement of smokestacks and for ventilation. Re- 
plies should be sent to the chairman of the commit- 
tee, Mr. Geo. W. Andrews, care of Baltimore & Ohio 
Railroad, Wilmington, Del. 

The next annual convention of the association wii 
be held at Richmond, Va., Oct. 18. 

The Pennsylvania Class H-4 Locomotives. 

We published December 10, page 864, an engraving 
and description of the new consolidation locomotive 
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of the Pennsylvania system known as Class H-4. Of 


these engines we are informed that 10 are now in 
the Cleveland and Pittsburg Division and 15 are 
building at Altoona for the lines of West Pittsburg. 
These engines, it will be remembered, weigh 174,300 
pounds, of which 156,100 is on the drivers. The 
driving wheels are 56 in., the cylirider$& 22 in. by 28 
in., the boiler 68 in. in diameter, the heating 
surface of boiler 2,470 square ft./ steam pressure 
pounds. We believe that the motive power depart- 


ment is now figuring on a further develcpment of 
this design with the idea of building a mountain en- 
gine with about 15 per cent. greater capacity. 
A Machine for Cutting Up Old Timber. 

The Murphy Foundry Company, Alliance, O., is now 
building a new style of machine for cutting old rail- 
road ties, bridge timbers, etc., into suitable sizes for 
kindling. The new machine shears the ties to any 
desired length, and by a _ knife attachment these 
pieces are split into proper sizes for use. This ma- 
chine weighs 12 tons, will cut a seasoned oak timber 
84x17 in., and has a capacity for cutting up 10 cords 
of wood an hour. Loading old ties costs no more 
than collecting and burning them on the right of 
way, while the ties make good engine wood when cut 
up. The difficulty in the past has been in reducing 
the ties to sizes suitable for use; it has been found 
impracticable to saw old ties as the grit embedded 
in the wood quickly ruins the saw. 

The 
A special meeting of steamship.and grain merchants 
was held at New York Tuesday to organize a move- 
ment to “re-establish the commercial supremacy of 
the port of New York.” Mr. Gustav H. Schwab pre- 
sided. The primary object of the meeting was the 
rehabilitation of the Erie Canal, and terminal charges 


New York Canals. 


were more particularly discussed. A committee on 
permanent and the following named 
special committee were appointed: Gen. William P. 
Craighill, late Chief of Engineers U. A.; Prof. 
Burr of Columbia University, George Morison, 
George 5S. late Chief Engineer of the De- 
partment of Docks, New York city; Major Thomas 
W. Symons, Corps of Engineers U. S. A., stationed at 
Buffalo; Thomas A. McIntyre of McIntyre & Ward- 
well, Produce Exchange. 

The special committee was appear 
before the Judiciary Committee of the State Senate 
in advocacy of the passage of Senate Bill No. 114. 
The bill provides that the canals may be sold, leased 
It seeks to amend the Con- 


organization 
Ss. 
Ss. 


Greene, 


instructed to 


or otherwise disposed of. 
stitution of the State so as td permit the sale of the 
canals to the United States. 


The New East River Bridge. 

A suit was recently brought by Mr. David MecCoom 
for a temporary injunction restraining the commis- 
sioners of the new East River Bridge from opening 
and accepting bids on Monday the 28th for the towers 
and end spans of this bridge, as described in the 
Railroad Gazette of Feb. 11, 1898. It will be 
membered that the specifications call for acid open- 
pretty serious 


re- 
hearth steel, which, of course, is a 
matter for many of the great steel makers, and it is 
said that the injunction was sought by the Carnegie 
Company, On Friday Justice Chase, in the Supreme 
Court of the State of New York, made a decision de- 
nying the application for the injunction. He says 
that the court is asked to interfere with the com- 
missioners as to the kind of steel to be used, the ac- 
tion being what is commonly known as a taxpayer's 
maintained to restrain 


action, which can only be 
threatened waste or injury to the property of the 
municipality, and it has been repeatedly held that 


it is prove fraud, misconduct or bad 
faith to sustain such an action. In this case the judge 
is convinced that only a difference of opinion is 
shown, “and that if the court should now an 


injunction it would be simply substituting the opin- 


necessary to 


grant 


ion of a justice holding court in place of the unani- 
mous opinion of the commissioners.” 


A Decision on Electric Car Heaters. 


A patent, No. 500,288, covering an electrical heater 


was issued June 27, 1893, to Mr. J. F. McElroy and 
assigned to the Consolidated CarjHeating Company 
now in Albany, N. Y. This heater consists essen- 


tially of an inner core or spindle ¢overed with insu- 


lating material such as porceldin, asbestos, etc. 
Around the spindle is wound in a]spiral path a con- 
tinucus Wire, which itself is made/in the form of an 
open spiral similar to a coil spring}; the several turns 


In this 





on the spindle are insulated one frqdm another. 
way the expansion and contraction of the wire, due 
to heating and cooling, is taken up by the spring of 
the wire, preventing bunching and short circuiting. 
The wire are in contact with the insulating 
substance only at one edge of each spiral, giving a 
large radiating surface. Two claims were set forth 
in the patent covering this In the sum- 
mer of 1895 the American Electric Heating Corpora- 
tion contracted with the West End Railway, 
of Beeston, for equipping about 700 cars with electric 
heaters similar to the McElroy 
patents; since that time it is said the American Com- 


coils 


invention. 
Street 
those described in 
pany has equipped about 500 additional cars for va- 


A suit for infringement was brought by 
the 


rious roads. 
the Consolidated Car-Heating Company against 


West End Street Railway, which was defended by 
the American Electric Heating Corporation, and on 
August 25, 1897, Judge Putman, of the United States 
Circuit Court for the District of Massachusetts, ren- 
dered a decision, holding the railroad to be an in- 
fringer and sustaining the second claim of the McEl- 
roy patents, but denying the first claim on the ground 
of its identity with the second. The case was ap- 
peaied by both sides. Judge Aldrich, of the United 
States Circuit Court of Appeals, Feb. 18 last, ren- 
dered an opinion agreeing with the Circuit Court on 
the question of infringement, but holding that both 
claims of the patent were valid. The final settle- 
menc of the validity of the electrical heater patents 
controlled by the Consolidated Car-Heating Company 
is in:portant in view of the large number of street 
railroads which are now using electricity for heating 
cars, 








THE SCRAP HEAP. 


Notes. 

The Lehigh Valley is to abandon the use of pay 
The paymaster avill pay each employee by a 
direct. 


ears. 
check 

The Union Loop (elevated) Railroad of Chicago has 
dismissed all its female ticket sellers and appointed 
men in their places. 

After March 5 the New York, Chicago & St. Louis 
(Nickel Plate) will use the Van Buren Street station 
of the Lake Shore & Michigan Southern and the 
Chicago, Rock Island & Pacific roads, at Chicago. 
The passenger station at 12th and Clark 
streets will be used for freight purposes. 


present 


Proposed Railroad Legislation. 

The Governor of Kentucky has vetoed the ‘“Mc- 
Chord bill,” giving the State Railroad Commissioners 
the power to fix rates. The Governor says that: 
“under the requirements of the bill, all that is neces- 
sary to fix a fine upon the company of not less than 
$200 nor more than $1,000, for the first offence, is to 
show that a schedule has been fixed by the Commis- 
sion and disregarded by the company. On this trial 
the company could not go behind the action of the 
Commissioners.’ The Governor takes the ground 
that the act is in conflict with the fifth and four- 
teenth amendments to the Federal Constitution and 
unconstitutional in Kentucky also. The chances are 
about even for a passage over the veto. 

The Iowa Legislature has finally passed the ‘‘Tem- 
ple amendment,” after making some changes in it. 
This law, it will be remembered, is designed to have 
the effect of a stringent employers’ liability provi- 
sion, and it was introduced for the purpose of killing 
off the Burlington Voluntary Relief Department. 

The passage of a separate car law in South Caro- 
lina is noted in another column. Among the projects 
now before the Legislature of New York are one to 
“compel” street railroads in New York to assign two 
conductors to each car in the busy hours and to 
compel all street railroad companies in cities of the 
first class to have a destination sign in each car; 
one providing for municipal ownership of street rail- 
roads in cities of the first class; one requiring elec- 
tric roads, except in New York City, to inclose the 
front platforms of cars, and one to relieve canal 
bcat owners of the charges for loading and unload- 
ing grain. Another bill grants railroads in the hands 
of receivers five years in which to complete the con- 
struction of their lines. 

The Assembly has rejected Mr. Marshall's bill, giv- 
ing railroads right of way along the surface of streets 
through which their tracks are elevated or de- 
pressed. This bill, it will be remembered, was to pro- 
vide for cases like that of the New York Central in 
Park Avenue, New York city, where the track was 
originally laid on the surface of the street, but was 
afterward placed on an iron or steel viaduct. 


Lighting at the Omaha Fair. 


The lighting of the grounds and buildings of the 
Omaha exposition will be on a scale of magnificence 
unexcelled even at Chicago in 1893. Mr. Luther Stier- 
inger, the lighting expert of the World’s Fair, is con- 
sulting electrician for the Exposition Company. Not 
less than 2,155 Kilowatts in dynamos and trans- 
formers have been ordered from the General Electric 
Company for lighting purposes. 

The Canal from the Lakes to the Sea. 

The bill to incorporate the Maritime Canal Com- 
pany of North America has been referred to a sub- 
committee by the Senate Committee on Commerce 
after a hearing of the engineer of the companay. 
Other hearings will be given by the sub-cornmittee. 
The company is formed for the purpose of building 
a channel of 20 feet betweeen the great lakes and the 
Atlantic Oceon. Henry G. Burleigh, John Bogart, 
Henry B. Stavin and Smith M. Weed of New York 
are among the incorporators. 

A Steam Motor Passenger Car on the Northern of 
France. 

A Serpollet caz, designed for service on light local 
mail trains has been tried on the Chemin de Fer du 
Nord. The line had to run mail trains, but very few 
passengers were ever carried, and to save expense the 
company started a Serpollet car for mails and 12 
passengers, to run from Creil to Beauvais, a distance 
of 25 miles. The trial run, it is stated, was accom- 
plished in 1 hour 40 minutes. The line is level. In 
experiments, a train of three cars and a total weight 
of 45 tons was taken up grade easily. It is intended 
to try electric accumulator cars carrying 50 persons. 


San Pedro Harbor. 
The Lower House of Congress has passed the ap- 


propriation of $400,000 for beginning work on the 
deep water harbor at San Pedro, Cal. There has 
been a strenuous contest in Congress between the 


prcemoters of this harbor and those who desire to 
have the Government’s money spent on a harbor at 
Santa Monica. At the last named place, it is said, 
an offer has been made by interested parties to do 
the necessary work of deepening and protecting the 
harbor without cost to the Government, but,the Gov- 
ernment engineers who have examined the two loca- 
have reported in favor of San Pedro. Santa 


tions 


Mcnica is 18 miles west of Los Angeles by the 
Southern Pacific, while San Pedro is 27 miles south 
by the Los Angeles Terminal. 

Electrical Materials for Switzerland. 


According to the Journal of Commerce, the Zurich 
Switzerland) Municipal Electric Railroad is about to 
ask for bids on a new plant required in addition to the 
one already in existence. Between 24 and 30 new motor 
cars will also be required in connection with the exten- 
sion. The bidsare to be in the hands of the authorities 
by June 1 next. A company is reported as forming at 
Berne, Switzerfand, with a capital of $400,00U, to be 
known as the Electro Chemische Industry Geselischaft, 
for the purpose of building several electric plants in 
Switzerland for industrial purposes. The field in 
Switzerland for the sale of electrical machinery and 
material is almost entirely controlled by German and 
French concerns. 


Superintendent of Buildings in New York. 

John A. Docner has been made Superintendent of 
buildings for the Boroughs of Manhattan and the 
Bronx. The place is one of the most important in 
the Department of Public Buildings, Lighting and 
Supplies, and pays $6,000 salary. Mr. Dooner was 
bcrn in New York April 10, 1853, and was educated 
in the public schools of the city, and later at the 
Cooper Union Trade School. After several years 
experience as a mason and as foreman for Joseph 
Smith he went into business for himself. Under a 
contract with the Panama Canal Company he built 
more than 300 houses and a hospital between Colon 
and Panama. At Colon he built a mansion for De 
Lesseps. At Guayaquil he erected a palace for the 
President of Ecuador and in Peru he constructed the 
abutments of the Verugas bridge and the peniten- 
tiary. 


Indiana Employer's Liability Law. 


The Supreme Court of Indiana has rendered a de- 
cision in the case of the P., C., C. & St. L. vs. Mont- 
gomery, appealed from the Case Circuit Court, sus- 
taining the employer’s liability bill. The court holds 
that it is only necessary under this act, in an action 
for injuries to a brakeman caused by the negligence 
of the engineer, to aver that the engineer, while in 
the service of the defendant in charge of the locomo- 
tive engine, negligently injured the paintiff, both be- 
ing at the same time acting in the line of duty as 
employees of the defendant. The Court also holds 
that an agreement by an employee that the accept- 
ance of benefits from a relief fund created by the 
contributions of a railroad company and its em- 
ployees “shall operate as a release of claims for dam- 
ages,” and the subsequent acceptance of such bene- 
fits is no defense to an action under the employer's 
liability act. A contract not strictly opposed to .the 
general rules of public policy is invalid if it is directly 
prohibited by a positive statute. 


London Tunnels, 


I mentioned last week that there were some 80 
miles of electric railways in England, and that there 
are 75 miles under construction, and pointed out 
how woefully we were behind other nations in the 
matter of electric traction. There are, however, 
some grounds for hoping that the country will soon 
take its proper position in this field of enterprise. 
It may be noted that very good progress is being 
made with the extension of the City & South London 
Electric Railway, but whether it will be ready for 
use by the end of this year, may be doubted. There 
is one awkward part in the work, and that is the 
excavation underneath the church of St. Mary Wool- 
noth. The tunnelling underneath the river east of 
London Bridge has not yet been begun, but sub- 
aqueous burrowing under the Thames is now rapidly 
degenerating into a piece of ordinary engineering, 
such is the confidence which has been begotten of 
past successes. In any case, ‘the tunnel of the City 








& South London is not expected to present any 
serious difficulty.—‘‘Transport.”’ 
Passengers Landed at New York by Principal 
Lines. 
——1897.—— 1896.—— —-—1895.——- 
Steer- Steer- Steer- 
Cabin. age. Cabin. age. Cabin. age. 
North German 
EAOVG. ssacccus a) Satay 15,196 40,415 13,555 54,180 10,805 44,526 
COURAGE scons ccvccstince 15,196 17,303 17,999 20,681 18,844 21,724 
Hamburg - Ameri- 

CON sais hn cakcwaee cae 10,866 17,328 16,3871 44,572 10,548 30,141 
Write Star csccccccas 10,104 19,271 11,607 21,220 11,805 44,326 
Anchor (Glasgow).. 6,478 19,372 6,979 24,287 6,604 10,011 
American 14,443 11,322 16,859 12,880 16,146 19,580 
French ..... ee .. 6,044 14,264 6,847 17,3871 7,517 16,469 
Red Star (Antwerp) 4,493 10,557 4,750 138,517 4,890 12,554 
Holland - American 2,871 10,503 4,350 10,809 2,855 11,416 
Thingvalla (Copen- 

BRBOR) foc vosiccsaec 860 3,201 986 5,231 747 6,889 
Allan State (Glas- 

SUN rs itaicse case lations 1,823 1,050 2,260 1,464 2,509 3,512 
Union (Mediter- 

TARCOD) ..sdcccsscces cane lees 2 5,928 6,404 
Atlantic Trans. 

CEORAON) ciscveoscexe 1,820 Canin iat 


South African Railroad Rates. 


An interesting correspondence has passed between 


Mr. Cecil Rhodes and the Premier of Cape Col- 
ony. It is declared that the freight charges 
on the Cape line for Bulawayo, which were for- 


merly 4 cents per ton-mile, were, in prospect ot 
the opening of the Bulawayo line, raised to 8 cents 
per ton-mile. Mr. Rhodes states that up to Sept. 
Ist “you were charging about £5 per ton to Oryburg, 
which is 2d. per ton per mile for goods for the north 
from Port Elizabeth, and you have changed to £10 
per ‘ton, which is your present charge.” It is as- 
serted that as soon as the Rhodesian line reached 
Bulawayo the rates for goods to Bulawayo were 
doubled. This, as Mr. Rhodes says, is a serious mat- 
ter, inasmuch as the Bulawayo community is taking 
3,000 tons a month, the difference in the 
charge on that quantity coming to nearly £200,000 
a year. It is held that the old rates paid the Cape 
Government and there are no grounds for the change. 
Sell Out to Holman. 

Mr. Isaae N. Wissinger of Blacklick Township, this 
county, has invented a drive wheel for railway loco- 
motives which is pronounced by all who have seen 
it a most excellent thing. Letters patent are ex- 
pected in a few days, after which the invention will 
be exhibited to railroad men with the intention of 
disposing of the right to manufacture. . ait : 

It is a small wheel to be fastened on the side of the 
locomotive driver. It is about half the diameter of the 
larger wheel, to which it is fastened by two pins cast 
on the larger piece and passing through the smaller, 
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clamp around the thin rim of the latter, and bolted to ($52,506). The profit realized by this line in 1895 was Washington County road for 100 flat and 150 box 

the former, holding the two together. ss — —_ Le 307,115 milreis ($44,961), but deficits existed in 1892, cars. 

is placed at such a point on the small wheel as will 4893 and 1894. The road has 11 locomotives, built aos amnaaie ' ee ee a ee 

form, with the two pins before mentioned, a perfect F eee ee RRR GS RN ETE IS ES 7 7 It is reported that the W abash is building 2 bag- 
; in England; 12 passenger cars, built in the shops gage cars and 10 new freight cabooses, the latter at 


equilateral triangle, with the axle in the center. When 
power is applied to the crank pin, instead ef working 
upon the axle as a center, it exerts its force upon the 
pins in the main wheel, pulling upon one and pushing 
upon the other. The result is to give a ionger leverage 
and the application of power at two points at the same 
time under conditions which, it is claimed, make the 
wheel turn with less exertion than by the old method.— 
Pennsylvania Exchange. 

Mr. G. W. Rhodes at Purdue. 

Mr. Godfrey W. Rhodes, superintendent of motive 
power of the C., B. & Q., delivered an address before 
the engineering students of Purdue University, on 
Feb. 19, upon ‘“‘Experiences in the Motive Power De- 
partments of Railways.’’ He discussed the funda- 
mental principles which apply in the management of 
men, and urged the value of painstaking and con- 
siderate attention, sketching briefly some of his per- 
sonal experiences. The dependence of practice upon 
the application of correct principles was illustrated 
by a discussion concerning the defect of a detail of a 
locomotive, which had long been standard on a lead- 
ing road, and which, though parts were repeatedly 
increased in size, could not be held together until the 
general design was corrected. He presented the 
necessity for conducting experimental investigations 
under conditions of actual service, and illustrated his 
point by showing a switch lens which, when tested 
by sunlight, as is often done, was blue, but which 
when illuminated by the yellow light of a candle, 
quickly became green; also by exhibiting two red 
glasses which were of entirely different shades under 
sunlight, but practically the same when illuminated 
by yellow light, that is under conditions common to 
practice. The value of experimental research was 
illustrated by a brief account of the Burlington brake 
tests, 

French Railroad Accidents. 

The Minister of Public Works of France has re- 
cently published a circular addressed to the control- 
ling officers of the various railroad companies, which 
circular is suggested by a recent tail-end collision 
on the Paris, Lyons & Mediterranean. He calls 
attention to four items; namely, the working of con- 
tinuous brakes, the insufficient tail lights, the feeble 
hand signal light and finally the possibility of a special 
whistle on the locomotive. While great progress has 
been made in the use of continuous brakes and in the 
hose couplings for them, the Minister thinks that 
perhaps care enough is not exercised in purchasing 
these couplings. He says that it is the custom of the 
companies to number each lot of hose couplings as 
received, and if 10 per cent. of these fail by breaking, 
the lot is subject to a rebate in the price. As to tail 
lights, he is of opinion that they have not progressed 
with the advance of the railroad art, and that they 
are quite too feeble, which also he believes to be the 
case with the hand lanterns carried by conductors, 
ete. Furthermore, the Minister suggests that it 
would be well to have on each locomotive an emer- 
gency whistle in the nature of a siren, which would 
be blown in case of an irregular stop. He assumes 
that this unusual noise would, in some measure, sup- 
plant the visual signals in case of fog, ete. It will 
be observed that the Minister of Public Works in 
France, like some of our State Railroad Commis- 
sioners, feels compelled to go into the business of in- 
venting. 

New York Ticket-Scalping Law Sustained. 

The Appellate Division of the Supreme Court of 
New York has affirmed an order by the Special Term 
in the case of George Tyroler, who was charged with 
violating the statute designed to suppress. ticket 
sealpers. Tyroler was charged with selling a ticket 
to Norfolk, he not being an agent of the companies 
over whose lines the ticket entitled the purchaser 
to pass. A magistrate committed him to the custody 
of the warden of the city prison, and a writ of habeas 
corpus was sued out. Tyrloer claimed that the law 
was unconstitutional, Justice Patterson, writing the 
the opinion of the Appellate Division, says that there 
is nothing in the statute which deprives the appel- 
lant of any right which he held in common with 
other citizens, or deprives him of his property. The 
buying and selling of tickets is simply the buying 


and selling of the evidence which entitles one to 
transportation. To prevent frauds, the law may 
rightfully limit the sale of tickets to authorized 


agents, and if such a law does hurt the business of a 
speculator in tickets, it deprives him of no vested 
right. In fact, it has been said that the ticket is the 
property of the company, and is held merely as evi- 
dence of a privileged contracted for, and that it must 
be re-delivered to the carrier in the end. The Court 
also holds that the statute is not contrary to the 
Federal Constitution, nor does it undertake to regu- 
late Interstate Commerce. The real object of the 
statute is to insure protection of those seeking trans- 
portation. The order of the lower court dismissing 
the writ of habeas corpus is affirmed, with costs. 
Brazilian Railroads, 

In a recent issue we gave an abstract from a spe- 
cial report on the railroads of Brazil, made to the 
State Department by Frank D. Hill, United States 
Consul at Santos. The full report has since come to 
hand. It contains about 10 octavo pages of matter, 
defining the actual mileage of and extensions con- 
templated by the various railroads in Brazil, and in 
some cases additional information is given, such as 
the guaranty from the government enjoyed by the 
roads, and details as to equipment and earnings. 
Among the roads whose earnings are given in de- 
tail are the Santos-Jundiahy and Mogyana Rail- 
roads, and we give some of the figures to show the 
earning capacities of these particular roads. The 
Santos-Jundiahy Railroad has in operation 86 miles 
of road. During the year ended Dec. 31, 1896 1,056,132 
passengers were carried, of which 808,075, or 76.51 per 
cent., were second class. The merchandise moved 
Was 1,269,786 metric tons (2,204 lbs. a ton), of which 
812,809 tons were imports and 456,977 tons exports. 
The gross earnings were 20,094,012 milreis ($2,813,162): 
operating expenses, including taxes, 9,973,513 milreis 
($1,396,292), making the net earnings 10,120,499 milreis, 
or $1,416,870. The Mogyana Railroad, operating 121 
miles of main line, with a branch 48 miles long, car- 
ried in 1896, 224,667 passengers, of which 164,858, or 
(2.38 per cent. were second class. The merchandise 
carried amounted to 74,276 tons. The receipts in 1896 
were 2,098,355 milreis ($293,770); expenses, 1,723,316 
milreis ($241,264); giving a profit of 375,038 milreis 


of the railroad, and 108 freight cars (of which 60 are 
covered) of a capacity of seven tons each, built by 
the railroad; 18 are of English make and 30 were 
built by the Rio de Janeiro Industrial Construction 
Co. In the report of the Central of Brazil we find 
that five Baldwin locomotives were added to its 
equipment in 1896; making a total of 39 owned by 
the road, of which 38 are of American and one of 
French build. 

Track Elevation in Chicago. 

In our issue of Jan. 14 we stated that the Chicago, 
Milwaukee & St. Paul had refused to accept the ordi- 
nance, passed Dec. 2 last, providing for the elevation 
of the tracks of its Chicago Division between Irving 
Park Boulevard and Central Park Boulevard. While 
favoring the original ordinance under which the new 
grade was to run into the present grade near the 
viaduct in Central Park Boulevard, the road would 
not accept the ordinance as later amended, which 
required that this viaduct be replaced by a subway 
and the tracks elevated beyond Central Park Boule- 
vard, as, on account of the large yards and round- 
houses near this point, the elevation of Central Park 
Boulevard is impracticable. As this Boulevard is 
under the control of the Park Commissioners, who 
insisted upon the removal of the viaduct, the City 
Council has passed a new ordinance, which has been 
signed by the Mayor, fixing the end of the elevated 


portion of the Chicago, Milwaukee & St. Paul near 
Kedzie avenue, two blocks west of Central Park 


3oulevard, thus avoiding the disputed viaduct ques- 
tion. The St. Paul has signified its intention to 
accept this second ordinance. 

The Chicago & Alton has refused to accept the 
ordinance, passed Jan. 24, covering the elevation 
of its tracks in conjunction with the Atchison, To- 
peka & Santa Fe and the Chicago, Madison & North- 
ern, as outlined in our issue of Feb. 4. The 
refusal of the Alton renders the ordinance void. This 
road prefers to commence the elevation of its tracks 
near Halsted street, several blocks west of the point 
named in the ordinance, and also to carry Halsted 
street over its tracks on a viaduct; objection is also 
raised to the large number of subways provided for 
by the ordinance. It is not likely that the city wiil 
agree to the construction of a viaduct in Halsted 
street, for the resulting damages to adjoining 
property would be heavy. 








LOCOMOTIVE BUILDING, 





The Great Northern has placed an order wtih the 
Brooks Locomotive Works for 30 locomotives. 

"he Mobile Jackson & Kansas City will shortly 
ask bids on the two locomotives referred to recently. 

The Baldwin Locomotive Works are building two 
locomotives for the West Virginia Central & Pitts- 
burgh. 

The Cambria Iron Co. is having one 6-wheel switch- 
ing engine built at the Baldwin Locomotive Works. 

The Schenectady Locomotive Works are building 
one locomotive for the Midland Terminal Railroad. 

The order for engines for the Chicago Great West- 
ern, referred to in our last issue, will probably go to 
either the Cooke or Richmond works. 

The Canadian Pacific has added five engines to the 
original contract for 15 given to the Baldwin Loco- 
mective Works, and referred to in our issue of Jan 17. 

The Chicago, St. Paul, Minneapolis & Omaha has 
ordered one 8-wheel passenger and ten 10-wheel 


freight engines from the Schenectady Locomotive 
Works. 
The Ann Arbor Railroad has bought one 6-wheel 


switching engine from the Pullman works. It has 
18x24 in. cylinders and weighs about 91,000 lbs. The 
road has made no definite plans for buying further 
equipment at present. 


li. K. Porter & Co., Pittsburgh, Pa., on Feb. 7, 
shipped two locomotives to the Great National Mexi- 
can Smelting Co. of Monterey, Mex. They are nar- 
row gage, with cylinders 10 x 16 in., four driving 
wheels 30 in. in diam. and weigh about 32,000 Ibs. 
each in working order. The engines are equipped 
wiih steel cabs and saddle tanks over boilers. 


According to newspaper reports the Russian Gov- 
ernment has appropriated 20 million roubles ($10,000,- 
000) for buying locomotives for the Russian State 
Railroads during 1898. As the Russian works are 
already filled with orders, it is certain that othe 
countries will be called upon to furnish some of the 
new rolling stock. In addition to the locomotives 
needed for the State railroads, 400 locomotives are 
said to have been ordered for the Siberian railroad, 
and 100 more must be ordered early this year. 

In our issue of Feb. 18 we referred to an order for 
six passenger and nine freight engines given by the 


Philadelphia & Reading Railroad to the Baldwin 
Locomotive Works. The former will be of the Vau- 


elain compound type, duplicates of engine No. 1,027, 
which made the remarkable record in the Atlantic 
City service last summer. The nine freight loco- 
metives will also be Vauclain compounds, practical- 
ly duplicates of the 10-wheel compounds built last 
year for the Chicago, Milwaukee & St. Paul. They 
are arranged for burning bituminous coal, and have 
23 and 1314x26 in. cylinders, 62 in. driving wheels and 
weigh about 149,600 Ibs., with about 106,200 lbs. on the 
drivers; total wheel base, 25 ft. 3 in.; driving wheel 


base, 13 ft. 6 in.; boiler, diam., 60 in.; number of 
tubes, 262, 2 in. in diam. and 15 ft. long; firebox, 
length, 103 3-16 in., width, 42% in.; tank capacity, 


3,800 gals. 
CAR BUILDING. 

Pullman’s Palace Car Co. is building two dining 
cars and four cafe cars for the Chicago, Rock Island 
& Pacific. 

It is reported that the Terre Haute & Indianapolis 
is ‘taking bids on 80 coal cars of 80,000 Ibs. capacity. 

The Michigan Peninsular Car Co. is building 12 
cars for the Oahu Railroad & Land Co., of Hawaii. 

The Union Car Co. has received an order from the 


the Tceledo shops. 

The Mobile, Jackson & Kansas City will shortly ask 
bids on the six passenger and 50 box cars referred to 
in a recent issue. 

The Puritan Coke Co. of Pittsburgh is reported to 

be in the market for 200 coal cars, but it is not an- 
nounced when contract will be let. 
' The Union Pacific has given an order to the Michi- 
gan-Peninsular Car Co. for 500 box and 500 stock 
ears, and to the Missouri Car & Foundry Co, for 150 
furniture cars. 

The St. Louis Southwestern has ordered 500 stock 
ears of the Mather pattern, 200 from the St. Charles 
Car Co. and 300 from the Missouri Car & Foundry Co. 


The Lima Locomotive & Machine Co. has received 
an order to build 500 coal cars for the Wheeling & 
Lake Erie. They will be equipped with Marden brake 
beams and Buckeye couplers. 

Receiver Felton of the Columbus, Sandusky & 
Hocking Railroad has asked the Court for authority 
to buy some new cars; but until such request is 
granted no bids will be asked. It is understood that 
500 box and coal cars are needed. 


The Spokane Falls & Northern has placed an order 
with the Illinois Car & Equipment Co. for 25 ore cars, 
of the same type as those recently ordered by the 
Duluth & Iron Range. These 25 cars will be equipped 
with Barber trucks. 

The McCloud River Railroad has given an order to 
Jchn Hammond & Co., of San Francisco, for one 
passenger and 40 freight cars. This is a new road 
in California, 20 miles of which has recently been 
finished. An extension of 70 miles is contemplated, 
for which additional equipment will undoubtedly be 
needed. W. E. Brown of Upton, Cal., is President 
and W. W. Van Arsdale of the same place General 
Manager. 


The Chicago, Rock Island & Pacific has placed the 
order for the 100 furniture cars, mentioned in our 
last issue, with the Michigan-Peninsular Car Co. 
These cars will be 50 ft. long inside and 8 ft. 8% in. 
wide inside and 9 ft. 38 in. high. The doors will be 7 
ft. wide. The equipment will include Janney coup- 
lers, Westinghouse air brakes, Miner tandem spring 
drawbar gear, wrought iron and malleable iron tran- 
soms, extra strong to carry the car without resting 
on side bearings, swing motion trucks of the railroad 
company’s design and Drake & Wier’s plastic roof. 


The Jackson & Sharp Co., of Wilmington, Del., has 
recently shipped five sleeping cars to Rosario for the 
Argentine Great Western Railroad. They were built 
for — ft. 6 in. gage and are 50 ft. long by 10 ft. wide, 
and arranged inside partly on the American plan of 
open sleeping sections, with upper and lower berths, 
and partly on the Continental plan of single and 
double compartments. The seats and backs are all 
upholstered in the best quality leather and tufted. 
The interior finish is imported oak with walnut trim- 
mings. The framing and outside sheathing is of Moul- 
mein teak and finished in the natural color. The 
underframes are all steel and the cars are equipped 
with the English vacuum brakes and screw couplings 
and buffers, Fox pressed steel trucks, designed for 
passenger service, fitted with steel tired wheels. The 
cars will be lighted by the Stone electric system. 





It has been generally reported that the Chicago 
City Railway will buy some new open cars but at 
the time of going to press we were unable to con- 
firm the same. We understand that the road is not 
at present in the market. 

‘YThe Jackson & Sharp Co., of Wilmington, Del., has 
shipped to Buenos Ayres 27 electric cars for service 
on roads in that city. They are of the standard 
American type of 10-bench open cars with bulkheads 
at each end and fitted with six reversible seats and 
four permanent or bulkhead seats. The cars are 30 
fi. long and finished in hard wood, fitted and trimmed 
in the usual manner and mounted on Peckham 
trucks and equipped with G. E. 800 motors. 








BRIDCE BUILDING. 


BRISTOL, CONN.—The Bristol & Plainville Tram- 
way Co. are building a steel bridge near Plain- 
ville with a span of about 90 ft. The bridge has 
been designed with a view of being a permanent 
structure, well able to take care of the increasing 
and heavy rtaffic of the road. It has been fur- 
nished and is now being erected by the Berlin Iron 
Bridge Company of East Berlin, Conn. 


HANCOCK, N. Y.—It is stated that a 
will be built here, to cost about $10,000. 

NORTH CHELMSFORD, MASS.—A bridge will be 
built over the Merrimac River, at a cost of about 
$75,000. 

BROWNSVILLE, TENN.—The County Commis- 
sioners, Haywood County, will build a bridge across 
Peace River. 

DENVER, COL.—Press reports state that the 
Board of Public Works has accepted plans for a via- 
duct to be built at 14th sireet, at an estimated cost 
of $324,651. 

BOSTON, MASS.—A bill is now before the Legis- 
lature to have the bridge between Charlestown and 
Everett rebuilt. 

City Engineer William Jackson, it is stated, will 
prepare plans for a bridge from the foot of Oliver 
street to the Commonwealth Flats. 


ITHACA, N. Y.—It is reported that H. Bergholtz, 
Treasurer of the Ithaca Street Railway Co., is inter- 
ested in a bridge to be built across Fall Creek. 


CHICAGO, ILL.—The Commissioner of Public 
Works asks for an appropriation of $175,000 for a new 
bridge at State street. 

SPRINGFIELD, MASS.—Press reports state that 
a new bridge will be built to replace the toll bridge 
from Springfield to West Springfield across the Con- 
necticut River, 
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BUFFALO, N. Y.—Plans are being prepared for a 
lift bridge at Michigan street, to cost about $75,000: 
and for a bridge over Buffalo Creek at Elk and Sen- 
eca streets, to cost about $20,000. 


HOUGHTON, MICH.—The County Commissioners 
of Houghton County will build a new steel draw to 
take the place of the wooden one on the Portage 
Lake bridge, estimated to cost $15,000. 

SLATINGTON, PA.—The County Commissioners, 
Lehigh County, will build a steel bridge 300 ft. 
long over Trout Creek, between Main and Church 
streets. Henry W. Fusselman, Clk. 


MONTGOMERY, ALA.—A bill has been introduced 
in the United States Senate to authorize the Mont- 
zomery-Elmore Bridge & Improvement Company to 
construct and maintain a bridge across the Ala- 
bama River near the city of Montgomery, Ala. The 
bridge is to be erected between the junction of the 
Coosa and the Tallapoosa rivers. 

NCRFOLK, VA.—In the building of the Norfolk 
Relt Railway, which is a connecting line for the New 
York, Philadelphia & Norfolk Railroad at Norfolk 
and Portsmouth, Va., a bridge across the south 
branch of the Elizabeth River becomes necessary. 
Considerable difficulty is being experienced in finding 
a suitable foundation. A draw span is required, and 
there is an alluvial deposit of great depth: 

ST. LOUIS, MO.—The Secretary of War has ac- 
cepted the plans for the new bridge between St. 
Louis and East St. Louis. The bridge will be 2,100 
feet long, divided into four spans. The bill au- 
thorizing its construction carried a schedule of tolls 
to be charged. All tolls are reduced at least one- 
half. Of the four spans into which the bridge will 
be divided, the western, or St. Louis span, will be 
700 feet in the clear; the two spans in the middle, 
100 feet each, while the east shore span will be 400 
feet long. A. J. Tullock of the Missouri Valley 
Bridge & Iron Works is engineer of the bridge. 





MEETINGS AND ANNOUCEMENTS. 


Dividends, 

Bosion & Albany.—Quarterly, 2 per cent., payable 
March 31. 

Delaware & Hudson Canal.—Quarterly, 1% per cent., 
payable March 15. 

West Jersey & Seashore.—Semi-annual, 2% per cent., 
payable March 15. 


Accounting Officers. 


The thirteenth annual meeting of the Association of 
the American Railway Accounting Officers will be 
held at Hotel Dennis in Atlantic City on May 25, and 
will last several days. One of the principal things to 
be considered is the subject of amendments to the 
constitution in regard to voting privileges. The com- 
mittee for the annual meeting consists of A. J. Gil- 
lingham, chairman (Pennsylvania); C. H. Quarles 
(Philadelphia & Reading); J. P. Donaldson (Hunting- 
don & Broad Top Railroad); William M. Davison 
(Pe:nsylvania Division Adams Express Co.), and 
George Wolf (Central of N. J.) 


Engineers and Architects’ Club of Louisville. 

At the regular meeting of the Engineers and Ar- 
chitects’ Club of Louisville, Ky., held Feb. 21, Robt. 
Spurr Weston, sanitary chemist, who has been en- 
gaged for the past eighteen months in making mi- 
croscopic investigations for the Louisville Water 
Company, with a view to determining the best 
method for purifying the water used in Louisville. 
which is taken from the Ohio River, read a paper 
entitled “Sanitary Aspects of Water Supplies,’ which 
was illustrated by numerous views and: diagrams. 

A paper was also read by. Calvin M. Duke, C. E., 
describing the method of constructing the Kentucky 
street metal concrete bridge, now under construction 
at Louisville. 

The Engineers’ Club of Philadelphia. * 

A business meeting of the club will be held March 
h at 8 o’clock p. m. A motion will be made that the 
subject of the Philadelphia water supply be referred 
to the Committee on the Relations of the Engineer- 
ing Profession to the Public for action, and that a re- 
port of the result of their deliberations be given to 
the club. The paper will be on “The Inspection of 
Buildings,” by Benj. Franklin. 

The second Saturday of each month has been set 
apart for a conversational meeting, at which topics 
of minor interest, and insufficient to constitute the 
subject of a formal paper, may be presented. The 
meetings will be entirely informal, and smoking will 
be permitted in the meeting room. No minutes will 
be kept and no special notice be given of the topics 
to be presented. 

Association of Railroad Air Brakemen. 

The Chairman of the Committee which at the next 
meeting of the Association of Railroad Air Brake- 
men will report on the subject, “‘Piston Travel,’”’ has 
issued the following list of questions, answers to 
which should be sent to Mr. J. K. Lencke, 705 West- 
ern Union Building, Chicago: 

What is your maximum and minimum leverage on 
passenger cars and on freight cars? 

What is your maximum and minimum piston travel on 
passenger and freight cars? 

What means do you employ to ascertain piston travel 
on passenger and freight cars? 

What is the maximum and minimum thickness of 
brake shoes allowed? 

What is the distance between the center of brake shoe 
and the top of rail when car is empty and when loaded 
G3-ineh wheel)? 

What are the dimensions of your truck levers, live and 
dead? 

What do you think the dimensions of truck levers 
should be? Why? 

What do you find the maximum and minimum piston 
travel to be on cars received from foreign roads, on pri- 


vate cars, line cars, ete. 
Western Society of Engineers 

The Committee of the Western Society of Engi- 
neers on Professional Papers has issued the following 
programme to be presented at the regular meetings 
of the society to be held during the first six months 
of the present year. The programme for the last six 
months will be announced later: 

March 2.—‘‘The Evolution of the American Type of 
Water Wheel,”’ by Mr. William W. Tyler. 


March 16.—‘‘Mechanical Plants of Large Buildings,” by 
Mr. Dankmar Adlar, and ‘‘Improved Portland Cement,” 
by Mr. John W. Dickinson. 

_ March 22.—Ladies’ Evening-Illustrated Lecture, ‘“Mex- 
ico,’ by Mr. William J. Karner. 

April 6.—‘‘Fireproof Construction,’’ by Mr. Wm. Sooy 
Smith, and ‘‘Fireproofing of Warehouses,” by Mr. Frank 
B. Abbott. 

April 20.—Topical Discussion upon Electrical, Pneu- 
matic and Mechanical Power Transmission in Manufac- 
turing Establishments by Prof. D. C. Jackson, Mr. H. M. 
Brinkerhoff and Mr. G. P. Nichols. 

May 4.—‘‘Locomotive Water Supply,” by Mr. Theodore 
pF gael and ‘“‘The Cycloidal Pump,” by Mr. Charles E. 

illin, 

May 18.—‘“‘Gaging of Streams,” by Mr. William G. 
Price, and ‘‘The Use of Coke Breeze in Sewage Purifica- 
tion,’”’ by Mr. John W. Alvord. 

June 1.—‘‘Obstructive Bridges and Docks of the Chi- 
cago River,” by Mr. G. A. M. Liljencrantz, and ‘‘Measur- 
ing Apparatus of Kings County Survey,’’ by Mr. Samuel 
McElroy. 

June 11.—Ladies’ Evening-Illustrated Lecture, ‘Three 
Months Among the Engineering Works of England and 
France,’’ by Prof. N. O. Whitney. 

June 22.—‘‘Railroad Draw Bridges,’ by Mr. William H. 
Finley. 

July 6.—‘‘Establishment of Street Grades,’ by Mr. 
Charles P. Chase. 

In addition to the above, the following papers have 
been offered to the Society, the dates of presentation 
to be announced later: “Masonry,” by Mr. George S. 
Morison, and “Track Elevation of Chicago & North- 
western Railway,” by Mr. Louis H. Evans. 

Central Railway Club. 


The next regular meeting of the club will be held 
at the Hotel Iroquois on Friday, March 11, 1898, at 
2p.m. On Thursday evening, March 10, at 8 o’clock, 
a preliminary meeting for the consideration of the 
report of the Committee on Revision of the Rules of 
Interchange will be held in the parlors at the Iro- 
quois, and the attendance of all interested is earn- 
estly urged, so that the report of the committee may 
be presented in perfect form at the regular meeting 
of the club on Friday. 

The Executive Committee has arranged for the 
members to visit the various plants at Depew on the 
merning of the day of the March meeting. The 
president appointed James Macbeth, John Campbell 
and F. B. Griffith a special committee, and they have 
arranged for a special train to Depew and return. 
It will leave the Exchange street station, via the 
New York Central & Hudson River Railroad at 9 
a. m. sharp on the morning of March 11, 1898. On 
arriving at Depew the party will go through the dif- 
ferent plants at that point, finishing their visit at the 
Gculd Coupler Works, and leave Depew for Buffalo 
in ample time for the club meeting at 2 p. m. 

The programme for the business meeting of the 
club is as follows: 

Reports. 

“The Best Method for Keeping a Boiler Clean, Includ- 
ing the Value of Blow-off Cocks.’’ Committee—John 
Magarvey, E. P. Mooney, M. L. Flynn. 

“Specifications for Air Brake Hose.’’ Committee—E. 
D. Bronner, J. A. Bradley, Robert Gunn. 

Revision of the Rules of Interchange. Committee—H. 
C. McCarty, H. F. Ball, E. G, Rouse. 

Discussion. 

The following amendments to the Constitution and 
By-Laws were proposed at the annual meeting and 
were laid over under the rules to be voted upon at the 
March meeting. 

By Mr. Eugene Chamberlin: 

“Resolved, That section 3 of article V. of the Consti- 
tution be amended by substituting the following: 

“At the meeting preceding the annual meeting a Nom- 
inating Committee of five shall be appointed by the 
president, who shall present at the annual meeting 
nominees for each office to be filled; it shall be the 
privilege of any member of the club to nominate oppos- 
ing candidates, the nominee receiving the highest num- 
ber of votes for each office to be declared elected.’’ 

By Mr. E. P. Mooney: 

“Resolved, That section 1 of article IV. of the Consti- 
tution and By-Laws be amended to read as follows: 

‘“‘*The officers of this club shall consist of a president, 
a vice-president, a secretary and treasurer, and four 
executive members. These officers shall constitute the 
“Executive Committee.” « 

Committee Reports. 

“Springs for Freight Car Trucks.’’ Committee—H. C. 
McCarty, H. F. Ball, J. R. Petrie. 

Topical question submitted by Mr. J. R. Petrie rela- 
tive to height of draw-bars for loaded cars from center 
of same to top of rail. (For details see January pro- 
ceedings.) 








PERSONAL. 


—Mr. Stephen Hunter of Richmond, Va., formerly 
General Freight Agent of the Virginia Central, now 
a part of the Chesapeake & Ohio, died at his home in 
Richmond, Va., Feb. 13, at the age of 78. 


—Mr. Robert Blee, at one time Mayor of Cleveland, 
O., died at that place Feb. 26 of pneumonia. Mr. Blee 
was formerly Superintendent of the Cleveland, Cin- 
cinnati, Chicago & St. Louis. 


—Mr. W. F. Lusky, Westbound Contracting Agent 
of the Erie, died at his home in Hyde Park, O., Feb. 
16, at the age of 40. Mr. Lusky had been with the 
Erie for ten years. 

—Mr. William P. Walker, representative of the 
Chesapeake & Ohio in the Board of Managers of the 
Joint Traffic Association, is critically ill at Cincin- 
nati. He is reported to be suffering from a stroke 
of paralysis. 

Mr. Edward C. Palmer, General Freight Agent of 
the Iowa Central, with headquarters in Marshall- 
town, Ia., has resigned to engage in other business. 
Mr. Palmer had been General Freight Agent since 
1894. He will leave Marshalltown early in March and 
engage in the paper jobbing business in New Or- 
leans. 

—Mr. Alexander D. Penfold, General Auditor of the 
Merchants’ Despatch Transportation Co., with office 
in New York, has resigned on account of ill health. 
Mr. Penfold had been connected with the Merchants’ 
Despatch Transportation Co. for 32 years. From 1872 
to 1874 he was General Accountart, and General Au- 
ditor since 1874. 


—Capt. P. Stokes Gauntt died at his home in Bur- 
lington, Pa., Feb. 27, at the age of 73. He was at 
one time Assistant Superintendent of Transportation 
of the Camden & Amboy, and was made Superin- 
tendent of Transportation of the United Railroads 
of New Jersey when the Pennsylvania leased the 
Camden & Amboy, and later became Assistant 
Superintendent of the Pennsylvania. 





Mr. Samuel F. Leopold, President of the Lake 
Michigan & Lake Superior Transportation Co., died 
at Chicago, Feb. 26. Mr. Leopold was born in Ger- 
many seventy-two years ago and came to this coun- 
try about 1845. In 1866 he went to Chicago and with 
Mr Austrian founded the Lake Superior People’s 
Transportation Co., which was succeeded by the pres- 
ent Lake Michigan & Lake Superior Transportation 
Co. He was made president of the first company 
when it was founded and later became president of 
the new company, and held that position continuous- 
ly until his death. 


—Mr. John W. James, at one time President of the 
Chattanooga Southern, died at his home in Chatta- 
nooga, Tenn., Feb. 21, at the age of 62. Mr. James 
began his railroad career in 1852 with the Nashville & 
Chattanooga. He was connected with the Chatta- 
nooga, Montgomery & Pensacola from 1870 to 1882, 
afterward the Chattanooga, Rome & Columbus, 
now the Chattanooga, Rome & Southern. Mr. James 
located and built the Chattanooga & Lookout Moun- 
tain, and was Superintendent of the road from 1887 
to 1888. He located and was General Manager of 
Construction of the Chattanooga Southern from 1889 
to 1892, and was President from 1892 until recently. 
He was also at one time Mayor of Chattanooga. 


—Mr. Dennis Doren, general superintendent of con- 
struction and repairs of the Western Union Tele- 
graph Co., died Feb. 25 at Norwalk, O., where he 
had been sent on business for the company. His 
death was due to apoplexy. Mr. Doren was born in 
Wooster, O., Feb. 13, 1830. At the age of 20 he be- 
gan in telegraph building. Mr. Doren had charge 
of the building of the first telegraph lines along the 
Indianapolis & Terre Haute Railroad, and the Ohio 
& Mississippi Railroad, now the Baltimore & Ohio 
Southwestern, and many other lines of railroad tele- 
graph. When Gen. Thomas T. Eckert took charge 
of the military telegraph of the Department of the 
Potomac he put Mr. Doren in charge of the con- 
struction corps. Mr. Doren laid the cable from Cape 
Charles to Fort Monroe, and the first message over 
it was that the Monitor had destroyed the Merrimac, 

When the United States and the American Tele- 
graph Companies were consolidated with the West- 
ern Union Co. in 1866, Mr. Doren was made super- 
intendent of construction and repairs for the Eastern 
Division, and he built the lines connecting with the 
Atlantic cable. In 1875 he entered the service of the 
Atlantic & Pacific Co., and in 1879 took charge of 
the work of the American Union Telegraph Co. 

In 1881 Mr. Doren became president of the Ameri- 
can Cabie Construction Co., and held that office until 
the two cables laid across the Atlantic Ocean by that 
company had been leased to the Western Union Tele- 
graph Co. When the American Union and Atlantic 
& Pacafic companies consolidated with the Western 
Union Telegraph Co. in 1881, Mr. Doren was made 
general superintendent of construction and repairs 
and held that position until his death. 








ELECTIONS AND APPOINTMENTS. 
Atlantic & North Carolina.—Robert Hancock, ap- 
pointed by the Governor of North Carolina as Presi- 
dent of the Atlantic & North Carolina, has been re- 
moved from office by Governor Russell. 


Baltimore & Ohio.—Frank W. Wilshire has been 
appointed to succeed W. W. Andrews as Secretary to 
Receiver Oscar G. Murray. His office will be in Balti- 
more, Md. 

Roger B. Lewis has been appointed contracting 
agent. 

Baltimore & Ohio Southwestern.—J. M. Percy, for- 
merly Master Mechanic of the Cincinnati, Hamilton & 
Dayton, with headquarters in Cincinnati, O., has been 
appointed Master Mechanic of the St. Louis Division 
of the Baltimore & Ohio Southwestern, with head- 
quarters at East St. Louis, I]. 


Canadian Pacific.—J. McKenna, formerly Traveling 
Passenger Agent in New England, with head- 
quarters in Boston, has been transferred to St. John, 
N. B. He will be succeed in Boston by J. R. Shaw. 


Centralia & Chester.—H. W. Schmidt, General 
Superintendent; E, A. Burrill, General Passenger and 
Freight Agent; W. O. Weihe, Cashier and Paymaster, 
and D. P. Barker, Chief Clerk in the Superintend- 
ent’s office, have resigned, resignations to take effec! 
March 1. The headquarters of all were at Sparta. 
Ill. No successors have been appointed. 


Cincinnati, Hamilton & Dayton.—C. D. Yonkers has 
been appointed Special Traveling Agent with head- 
quarters at Findlay, Ohio. 

Cincinnati & Northern.—Frank B. Drake, having 
resigned as General Manager (see these columns for 
Feb. 4), J. B. Flanders, Superintendent, has assumed 
his duties, and hereafter the following officers will re- 
port to him: Chief Engineer, General Freight and 
Passenger Agent, Auditor and Master Mechanic. His 
headquarters will be, as heretofore, at Van Wert, O 


Cornwall.—C. G. Herman of Philadelphia, Pa., has 
been appointed Master Mechanic, succeeding A. J. 
Reed, with headquarters at Lebanon, Pa. Mr. Her- 
man was formerly with the Baldwin Locomotive 
Works. 


Detroit & Lima Northern.—A. Mitchell, heretofore 
Chief Engineer of the Northwestern Finance Com- 
pany, which is building the Detroit & Lima Northern, 
has resigned on account of ill health. He has been 
succeeded by Frank Mitchell. A. Mitchell is not re- 
lated to his successor. 


Dominion Atlantic Railway.—Several changes have 
recently been made, as follows: J. F. Masters, Gen- 
eral Passenger Agent at Kentville, N. S., has been 
promoted to the position of New England Superin- 
tendent with headquarters in Boston. A. D. Hewat 
has been appointed General Passenger Agent, suc- 
ceeding Mr. Masters, and A. McGregor, late Chief 
Engineer of the S.S. Prince Rupert of that company’s 
line, has been appointed to succeed Mr. Hewat as 
Marine Superintendent. Fred Armstrong, heretofore 
Assistant General Passenger Agent, has been ap- 
pointed Agent at St. John, N. B. 

Dunkirk, Allegheny & Pittsburgh.—L. J. Williams, 
heretofore City Passenger Agent at Jamestown, N. 
Y., has been appointed Solicitor with headquarters at 
Jamestown. 

East Shore Terminal.—Col. Isaac W. Fowler, Re- 
ceiver, with headquarters at Charleston, S. C., has 
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been relieved as Receiver on his own petition. Col. 
Turner was General Superintendent of the St. Louis, 
Chicago & St. Paul from 1893 until appointed 
Receiver of the East Shore Terminal in Jan. 1896. 


East St. Louis & Carondelet.—James McCrea of 
Pittsburg, Pa., was elected Director at the recent an- 
nual meeting held in East St. Louis, succeeding the 
late John E. Davidson. At a meeting of the Directors 
held the same day, James McCrea was elected Presi- 
dent, and J. J. Turner of St. Louis, Mo., was elected 
Vice-President. 


Freemont, Elkhorn & Missouri Valley.—Charles R. 
Ransom of Norfolk, Neb., has been appointed Resi- 
dent Engineer and Division Engineer of the lines east 
of Long Point, Neb., succeeding F. M. Marsh, who 
was recently appointed Chief Engineer. Mr. Ransom 
heretofore has been General Bridge Foreman and has 
been succeeded by A. K. Shurtleff whose head- 
quarters are to be at Norfolk. 


Findlay, Ft. Wayne & Western.—Frank Janes, 
General Freight and Passenger Agent, with offices in 
Findlay, O., has resigned. Mr. Janes hereafter will 
be connected with the Central Coal & Coke Co., with 
office in Columbus. General Manager C. M. Bissell 
has also resigned, his resignation to take effect 
April 1. 


Fulton County Narrow Gage.—W. G. Sharetts has 
been appointed General Freight and Passenger Agent 
with headquarters at Lewiston, Ill., succeeding A. C. 
Atherton, recently resigned. Mr. Sharetts formerly 
was Chief Clerk in the office of Superigtendent C. N. 
Levey of the Iowa Lines of the Chicago, Burlington 
& Quincy. 


Grand Trunk.—John J. Mossman, heretofore Com- 
mercial Freight Agent, with headquarters in Buffalo, 
has been appointed Division Freight Agent, with 
headquarters at the same place. George C. Jones. 
heretofore Assistant Superintendent of the Middle Di- 
vision, with headquarters at London, Ont., has been 
appointed joint Superintendent of the Grand Trunk 
and Wabash, from Windsor, Ont., to Black Rock 
(Buffalo) and Suspension Bridge, N. Y., under a lease 
entered into between the Grand Trunk and the Wa- 
bash referred to in another column. Both appoint- 
ments took effect March 1. 

Kansas City, Pittsburgh & Gulf.—C. A. Shank has 
been appointed General Agent of the Freight and 
Passenger Departments with headquarters in Chi- 
cago, Ill, not Commercial Agent as previously re- 
ported. The appointment is effective March 1. 


Lackawanna Line.—J. H. Crawford, recently ap- 
pointed General Manager, has transferred his office 
from Buffalo, N. Y., to Chicago, IIl. The transfer 
was made March 1. 


Lake Shore & Michigan Southern.—F. V. Whiting 
has been appointed Chief Claim Agent with head- 
quarters at Cleveland, Ohio. 


Louisville, Evansville & St. Louis.—E. A. Kings- 
ley, formerly connected with the City Engineer’s 
office of Indianapolis, Ind., has been appointed As- 
sistant Engineer, with headquarters at Princeton, 
Ind. 


Mobile & Ohio.—Edward Lafayette Russell, first 
vice-president and formerly general solicitor, was 
elected president on March 1, succeeding Gen. James 
C. Clarke, who declined re-election as president. Mr. 
Clarke remains with the road as a director, as re- 
cently reported in these columns. Richard Carroll 
of Cincinnati, O., formerly general manager of the 
Queen & Crescent System, was elected first vice-pres- 
ident, succeeding Mr. Russell. 


Northern Central.—Wayne MacVeagh and Michael 
Jennings were elected as new Directors at the annual 
meeting held in Baltimore, Feb. 24. 


Northern Pacific.—Joseph McCabe, formerly Su- 
perintendent of the Pacific Division of the Northern 
Pacific with headquarters at Tacoma, Wash., has 
been appointed General Manager of the Washington 
& Columbia River, which was recently purchased by 
the Northern Pacific. 


Panama Railroad.—F. F. Connor, heretofore Gen- 
eral Agent of the Oregon Railroad & Navigation Co., 
with headquarters in San Francisco, Cal., has been 
appointed General Agent for the Pacific coast of the 
Panama Railroad. His headquarters are to be in 
San Francisco. a 


Philadelphia & Reading.—H. B. Voorhees, Assist- 
ant Supervisor of the Shamokin Division, with head- 
quarters at Shamokin, Pa., has been appointed Su- 
pervisor of the Catawissa Division, with headquar- 
ters at Catawissa, Pa. W. R. Craig of Lancaster, 
Pa., has been appointed to succeed Mr. Voorhees as 
Assistant Supervisor of the Shamokin Division. 


Pittsburgh, Cincinnati, Chicago & St. Louis.—Mel- 
drum Gray, son of D. S. Gray of the Board of Man- 
agers of the Joint Traffic Association, has been ap- 
pointed Soliciting Agent of the Pittsburgh, Cincin- 
nati, Chicago & St. Louis, with headquarters at Co- 
lumbus, O., succeeding Douglas Deahl, promoted. 


Rio Grande Western.—J. D. Mansfield has been ap- 
pointed General Agent with office at 142 Third St., 
Portland, Ore., succeeding W. H. Paul, recently re- 
signed, and M. J. Roche, Northwest Passenger Agent, 
who has been assigned to other duties. John A. 
Becket has been appointed Contracting Agent, with 
office in San Francisco. The appointments took ef- 
fect March 1. 

A. B. Cowie has resigned his position as Superin- 
tendent of Telegraph, with headquarters at Salt Lake 
City, Utah, and A. T. Miller, heretofore Chief 
Despatcher, has been appointed his successor. 


Southern.—The following changes caused by 
the recent purchase of the Memphis & 
Charleston referred to in another column took 
effect March 1, hereafter to be operated as the 
Memphis Division of the Southern: The juris- 
diction of W. H. Green, Assistant General Mana- 
ser; C. H. Hutchins, Chief Engineer; J. H. Barreti, 
General Superintendent of Transportation; W. H 
Peddle, General Superintendent of Maintenance; J. 
S. B. Thompson, Assistant General Superintendent; 
W. H. Thomas, Superintendent of Motive Power; J. 
P. Minetree, Purchasing Agent, and J. C. Ramage, 
Superintendent of Tests of the Company, have been 
extended over the Memphis Division, with head- 
quarters as heretofore, and Robert B. Pegram, here- 


tofore General Superintendent of the Memphis & 
Charleston, has been appointed Superintendent of the 
Memphis Division, with headquarters at Memphis, 
Tenn. 

The following officers of the Traffic Department 
will hereafter have jurisdiction over the Memphis 
Division, in addition to their present duties: J. M. 
Culp, Traffic Manager; W. A. Turk, General Passen- 
ger Agent; H. F. Smith General Freight Agent, 
Washington; Edwin Fitzgerald, General Freight 
Agent, Louisville, Ky. 

M. V. Richard, Land and Industrial Agent, with 
headquarters at Washington, has also had his juris- 
diction extended to include the Memphis Division. 

The following appointments took effect the same 
day on the Memphis Division: R. L. McKellar, As- 
sistant General Freight. Agent; C. A. DeSaussure, 
Division Passenger Agent; J. H. Turner, Commercial 
Agent, with offices at Memphis, Tenn.; George J. 
Bradley, Commercial Agent, St. Louis, Mo.; U. G. 
Soule, Commercial Agent, Kansas City, Mo.; Taylor 
Williams, Soliciting Agent, Chattanooga, Tenn.; A. 
R. Dayant, Traveling Freight Agent, Memphis, 
Tenn.; H. S. Lemmon, Traveling Freight Agent, 
Tuscumbia, Ala.; M. H. Bone, Western Passenger 
Agent, Dallas, Texas. 

Southern Pacific.—William Sproul, General Freight 
Agent of the Pacific Division with headquarters in 
San Francisco, has been appointed Freight Traffic 
Manager of that division with headquarters in the 
same place. A. D. Shepherd, Assistant General 
Freight and Passenger Agent at Los Angeles, will 
succeed Mr. Sproul as General Freight Agent in San 
Fraicisco. G. W. Luce, Assistant General Freight 
Agent at San Francisco, has been appointed General 
Freight and Passenger Agent at Los Angeles. S. W. 
Bostwick and G. F. Parkyns have been appointed As- 
sistant General Freight Agents at San Francisco. 
The appointments took effect March 1. 


Stillwater & St. Paul.—At the annual meeting of 
this company, which is leased to the St. Paul & 
Duluth, held at St. Paul, Minn., Feb. 21, Mr. E. Had- 
ley was elected a Director, succeeding L. L. Newel. 


Virginia Central—At a meeting of the stock- 
holders of this recently incorporated road, referred 
to in this column last week, held at Richmond, Va., 
permanent organization was effected and officers 
chosen as follows: J. Chester Wilson, President; 
and H. W. Lambraith, Treasurer, of Philadelphia. 
With them A. A. Rudd and W. W. Baker of Chester- 
field constitute the Board of Directors. The road 
is projected to run from a point on the James River 
near Bermuda Hundreds, Va., to a point on the 
Southern, in Chesterfield County, and is designed to 
develop the coal fields of that county. 

Wabash.—The jurisdiction of all general offices and 
departments of the Wabash have been extended over 
the Buffalo Division under the lease entered into be- 
tween the Grand Trunk and the Wabash, referred to 
in another column. The changes took effect March 1. 

J. E. Mansfield, General Foreman at Tilton, Ill, has 
been transferred to the Detriot-Buffalo Division, and 
hereafter will have supervision over the motive power 
of that division. Charles Z. Bond, General Foreman 
at the Andrews, Ind., shop, has been transferred to 
Tilton, and G. J. Devilbiss of the Ft. Wayne, Ind., 
shops, has been appointed to succeed Mr. Bond as 
General Foreman at Andrews. The changes were 
made Feb. 23. 

Washington & Columbia River.—W. D. Tryler, 
President and General Manager, and A. R. Burford, 
Secretary, have resigned, owing to the sale of this 
road to the Northern Pacific, referred to in ‘these col- 
umns last week. 


Wilkesbarre Northern.—John Graham of Philadel- 
phia, Pa., was elected President and General Man- 
ager, succeeding John B. Reynolds of Kingston, re- 
signed; and John Schmitt of Wilkesbarre was elect- 
ed a Director at the recent annual meeting held in 
Wilkesbarre, Pa. 
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ALLIANCE & NORTHERN.—Official denial is 
made that this company proposes to extend its line 
during the coming summer from Phalanx, O., to 
Southington, as reported in this column for Feb. 18. 
The matter has not even been considered by the of- 
ficials of the road. 


ATCHISON, TOPEKA & SANTA FE.—This company 
has entered into an agreement with the Chicago, Bur- 
lington & Quiney, whereby it secures an entrance to the 
St. Joseph, Mo., Stock Yards, over the tracks of that 
company. 


ATLANTC & LAKE SUPERIOR.—Official state- 
ment is received that during the past season this 
company has graded and laid track on 18 miles of the 
Baie des Chaleurs Division between Caplin, Que., and 
New Carlisle, and is now running trains between 
Metapedia and New Carlisle, 98 miles. On the Great 
Eastern Division between Montreal and Levis some 
grading has been done and work has been begun on 
some of the bridges, but no track has yet been laid. 
The intention is to complete the line to Levis during 
the coming Summer to extend this division to Port 
Daniel, a distance of 25 miles, and to commence the 
construction of a deep water harbor at Pasebiac. 
(See this column for Dec. 3.) 


CANADIAN YUKON RAILWAY & TRANSPOR- 
TATION CO.—Official confirmation is received as to 
the contract reported in this column for Feb. 4, 
under “Canadian Roads,’”’ between the Canadian Gov- 
ernment and William MacKenzie and Donald D. 
Mann of Vancouver, B. C., for an all Canadian route 
to the Klondike. The route is to be from Telegraph 
Creek, B. C., at the head of navigation on Stikine 
River north to Teslin Lake, headwaters of one of the 
tributaries of the Yukon, at which point there is no 
interrupted navigation to the mouth of the Yukon. 
Four survey parties are at present in the field. Con- 
tracts will be let early in April, but active construc- 
tion will not commence until the opening of naviga- 
tion on the Stikine River some time later in that 
month. The contractors are building sleigh roads, 
making surveysand perfecting their general organiza- 
tion. Thomas H. White of Vancouver, B. C., is Chief 
Engineer. 


CHEAT RIVER.—Final surveys, according to re- 
port, have been completed on this proposed road from 


Point Marion, a point on the Baltimore & Ohio, 
southeast up the Cheat River 73 miles to Carsons, W. 
Va. It is stated that the contract for 12 miles has 
been awarded to Drake & Stratton. J. J. Stoer, Row- 
lesburg, W. Va., is President. (See this column for 
Nov. 26.) 


CHICAGO, ROCK ISLAND & PACIFIC.—Ofificial 
report is received that a contract is about to be let 
to the Flick & Johnson Construction Co. of Daven- 
port, Ia., for grading second track on the main line 
between Farnam, Ia., and Moscow, 25 miles. 


CHICAGO, ROCK ISLAND & TEXAS.—Surveys 
are reported to be under way for an extension of this 
road from Bridgeport, Tex., west about 25 miles to 
Jacksboro. 


CINCINNATI, GEORGETOWN & PORTSMOUTH. 
New surveys are being made, according to reports, 
for the extension of this road from Georgetown, O.,~° 
south about 120 miles to West Union. The present 
road extends from Cincinnati southwest 42 miles to 
Georgetown. (See this column for Nov. 19.) 


CHOCTAW, OKLAHOMA & GULF.—Grading is in 
progress on this road from Wister, I. T., east 6% 
miles to the Kansas City, Pittsburg & Gulf. The 
Bracey-Wells Construction Co. of Chicago has the 
contract. (See this column for Feb, 11.) 


CLEVELAND & NEW CASTLE.—The route of 
the road of this company, whose incorporation was 
noted in this column Feb. 4, is officially stated 
to be from Akron, O., east 85 miles to New Castle, Pa. 
It is the extension of the Buffalo, Rochester & Pitts- 
burgh, to which reference was made in this column 
Feb. 18. The New York representative is Calvin 
S. Brice. The road will be built this year. Contracts 
for grading, etc., are to be let in April. Engineers 
are in the field making surveys. The maximum 
grade to be % per cent. George L. Bradbury, Monad- 
nock Building, Chicago, is General Manager. 


CORNWA2#L.—This company has completed a 
branch one-fourth of a mile long at Lebanon, Pa., to 
connect with the tracks of the Colebrook Furnace 
Plani, now the property of the Lackawanna Iron and 
Steel Company. This road extends from Lebanon to 
Mt. Hope, 12.67 miles 


DENISON & NORTHERN. — Congressman Cow- 
herd’s bill giving this company two years additional 
time to build its railroad through the Indian Terri- 
tory, has been amended by the House Committee al- 
lowing an extension of but one year, and in this 
form has passed the House. Authority was given to 
the company some time ago to build a line from a 
point in Indian Territory opposite Denison, Tex., 
north to a point at or near Coffeyville, Kan., together 
with a branch road from a point about 25 miles north 
of Denison in Indian Territory, northwest to a point 
on the western border of that Territory. Under this 
authority 100 miles of road has been located, 40 
miles of right of way cleared and 25 miles in dif- 
ferent sections graded and bridged. The company 
has spent about $108,000, and is prepared to com- 
plete 100 miles of the road. The time for completing 
the first 50 miles expires on May 21. This road has 
been in the hands of a receiver for several months. 
Newton B. Childs of Kansas City, Mo., is president, 
and William J. Scott of Kansas City, vice-president 
and general manager. (See this column for Feb. 
5, 1897.) 


DENTON, DECATUR & WESTERN.—This com- 
pany was incorporated in Texas Feb. 25, with a cap- 
ital stock of $100,000, to build a line from Denton, 
Denton County, Tex., west through Decatur to 
Bridgeport, Wise County, about 35 miles. Among 
the incorporators are R. E. Carswell, J. W. Simmons 
and E. H. Baumgartner. 


DULUTH & IRON RANGE.—Official statement is 
received that grading is well under way on the new 
work between Waldo, Minn., and Colquet River, and 
will undoubtedly be completed by May 1. The pile 
and timber work and bridge piers are about com- 
pleted. All spans (steel plate girders) are under way 
in shops. The average field force is about 850 men, 
thirty-five teams, four steam shovels with six con- 
tractors’ locomotives and an ample supply of timber 
cars and 3-ft. gage track. For map and more com- 
plete statement see this column for Dec. 31. 


EAGLE VALLEY & BAKER.—This company has 
been incorporated in Oregon with a capital stock of 
$2,500,000, to build a railroad from Baker City, a point 
on the Oregon Railroad & Navigation Company’s line, 
east about 50 miles to the Seven Devils’ Mining Camp 
in Idaho. The incorporators are: Cato Johns, H. W. 
Dwight, and Robert Dickson of Baker City. 


FT. SMITH & EL PASO.—This company was in- 
corporated in Arkansas Feb. 19, with a capital stock 
of $70,000, to build a line % of a mile long from Ft. 
Smith west to the Indian Territory line. Among the 
Directors are: James Brizzolari, James N. Orr and 
William M. Fishback. 


FT. WORTH & NORTHWESTERN.—Surveys are 
in progress on this road projected to be built from 
Ft. Worth, Tex., northwest about 120 miles to Throck- 
morton. B. B. Paddock of Ft. Worth, Tex., is among 
those interested. (See this column for Feb. 11.) 


GRAND TRUNK.—The report referred to in this 
column for Feb. 18 that this company has pur- 
chased a large block of property in Toledo, O., 
for the purpose of locating terminals in that city, 
is officially denied. 


GULF & BRAZOS VALLEY.—This company has 
been incorporated in Texas with a capital stock of 
$110,000 to build a line from Peck City, a point on the 
Texas & Pacific, north to a connection with the Chi- 
cago, Rock Island & Texas at its bridge over the Red 
River in Montague County. The Directors are: W. 
A. Squires, Henrietta, Tex.; T. F. Berner, W. E. Ed- 
wards, A. M. Lasater, M. R. Birdwell, J. W. Con- 
way and T. R. Anderson. W. A. Squires is Presi- 
dent of the Gulf, Brazos Valley & Pacific, which is 
building a line from Henrietta south through Mineral 
Wells to Waco. 


HANOVER & GREAT WESTERN.—This company 
has been incorporated in Illinois with a capital stock of 
$25,000 to build a line from North Hanover, a point on 
the Chicago Great Western, south to the village of Hau - 
over. Theincorporators and first Board of Director- 
are: James W. White, George Jeffers, and A. B. White.s 


HINTON, NEW RIVER & WESTERN.—A deed of 
trust has been executed by this company to the Cen- 
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tral Trust Co. of New York, to secure the payment 
of $600,000 of 5 per cent. thirty-year gold bonds. The 
proposed road is to extend from Pearisburg, Va., 
northwest about 140 miles down New River, through 
Hinton, W. Va., to Charleston. J. T. McCreery ot 
Hinton, W. Va., is President and General Manager. 


KANSAS CITY, PITTSBURGH & GULF.—Official 
statement is received that grading has been..com- 
pleted on about eight miles of the extension ,ir this 
road from a point on the main line south of Red- 
lands, I. T., northeast 16.5 miles to Ft. Smith, Ark. 
Work is in progress on a 200-ft. steel span over the 
Poteau River, which is being built om concrete piers. 
The substructure is nearly finished. (See this col- 
umn for Jan. 7.) Official denial is made that the 
company proposes to extend its line from Port Ar- 
thur, Tex., south four miles to Mesquite Point. The 
company is letting a contract for a 500,000 bushel ele- 
vator to be located at Port Arthur, and all improve- 
ments of a permanent character will be established 
at that point. (See this column for Feb. 4.) 


LITTLE RIVER VALLEY.—Official statement is 
received that this company is building 8 miles of ex- 
tension from Morris Ferry, Ark., west to the line of 
Indian Territory, of which two miles are now com- 
pleted. D. C. Richardson, Horatio, Ark., is Presi- 
dent. (See this column for Jan. 28.) 

MEXICAN CENTRAL.—The Mexican Government 
has modified the concession to this company for the 
extension of its line from Jiminez southwest 56 miles 
to Parral, so that the section need not be completed 
until March 19, 1899. A further extension must be 
completed by March 19, 1901. 


MISCELLANEOUS COMPANIES.—D. L. Miller, J. 
M. Miller, J. L. Farley, W. H. Miller and G. L. Miller, 
all of Lockhaven, Pa., have incorporated in West Vir- 
ginia, with a capital stock of $150,000 under the name 
of the Miller Construction Co., to build railroads and 
other improvements. 
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Line of the Colorado & Northwestern Railroad. 


COLORADO & NORTHWESTERN.—Official state- 
ment is received that 23 miles of grading has been com- 
pleted from Boulder, Colo., northeast to Ward, aud 
track has been laid and ballasting completed from 
Koulder to Sunset, 13 miles. Trains begin running to 
Sunset this week. I. L. Frankenberger, of Koulder, 
Colo., is Chief Engineer. (See this column for Dec. 10.) 


KINGSTON & RONDOUT.—The New York State 
Railroad Commission has granted the application of 
this company for permission to build a railroad from 
Ellenville, a point on the New York, Ontario & West- 
ern, northeast 26 miles down the Rondout River to 
Kingston. Martin B. Waller of Port Jervis, and Jesse 
Boynton of Bristol, R. I., are among the Directors. 
(See this column for Nov. 19.) 


MOBILE, JACKSON & KANSAS CITY.—Official 
statement is received that fifty miles of grading and 
tracking has been completed from Mobile, Ala., to 
Merrill City, Miss., on the extension from Mobile 
northwest to Jackson, 180 miles. Of this 45 miles has 
been ballasted. Trains will be running to Merrill City 
in about thirty days, all the bridges and trestles hav- 
ing been completed on this section. Three hundred 
men and a large number of teams are now at work. 
Cc, D. Smith & Co. of Birmingham, Ala., have this 
contract, Contracts are soon to be let for docks. 
(See this column for Dec. 10.) 


MOBILE & OHIO.—Official statement is received 
that the so-called “Belt Line” to be built by this 
company around the City of Mobile, Ala. (see this 
column for Feb. 18), is simply a spur or side track 
running southwest from 


about six miles in length 
Prichards on the Mobile & Ohio. No contracts have 
been let for material, and the work is being done 
by the company’s forces. 

MONTEREY & MEXICAN GULF.—Official state- 


ment is received that surveys are being made for an 
extension of this road from Tampico, Mex., south 
about 250 miles to the City of Mexico. A. Monnom 
of Monterey, Mex., is General Manager. (See this 
column for Dec. 24.) 


OAKLAND, CAL.—The Southern’ Paciliic has 
nwarded the contract for building the new steel 
bridge across the Oakland estuary at Harrison street 
to the Phoenix Bridge Co. of Philadelphia, Pa. The 
cost is said to be about $90,000, 


ONTARIO & RAINY RIVER.—A petition has been 
presented to the Dominion Parliament asking that 
the time be extended for the completion of this line, 
which is to expire July 31, and also that an exten- 
sion of time be granted for building a railroad bridge 
across the Rainy River to a point in the State of 
Minnesota. The Government recently granted a sub- 
sidy of $120,000 additional on this proposed line from 
Port Arthur, Ont., west about 245 miles to Ft. Fran- 
cls 

PECOS VALLEY & NORTHEASTERN.—Engi- 
neers are at work making cross sections for the Pecos 
Valley extension from Roswell, N. M., northeast 208 
miles to Washington, Tex., a point on the Atchison, 
Topeka & Santa Fe. (See this column for Feb. 11.) 


PENNSYLVANIA.—Official statement is received 
that this company is to doubie-track seven miles of 
the Pittsburgh, Virginia & Charleston line between 
Lock No. 4 and Allenport. 


PITTSBURG & LAKE ERIE.—John Dell of Brad- 
ford, Pa., is reported to have been awarded a con- 
tract for grading a branch of this road along Speer 
Run near Belle Vernon, 3 miles. 

RIO GRANDE, SIERRE MADRE & PACIFIC.— 
Referring to this road, recently taken over by the 
Mexican Government (see this column for Jan. 28) 
Charles W. Kindrick, United States Consul at Ciudad 


Juarez, in arecentconsularreport,says: “It penetrates 
a section rich in resources and heretofore almost in- 
accessible. The chief interests along the line are 
mining, stock raising and farming. The lumber 
industry in the Sierra Madre mountains is in its in- 
fancy, and at present only supplies the local demand 
The exports are confined to ores and cattle. The dis- 
trict from which the road draws’ produces about 
100,000 head of cattle annually, the bulk of which finds 
a aarket in the United States. The principal farmers 
ai.d cattlemen tributary to this road are the Mor- 
mons, whose colonies aggregate 10,000 persons. 

“There have been recent discoveries of gold, silver, 
copper and lead, which, in a short time, will call for 
recogntion. The owners are prosecuting development 
and getting their properties ready to work. It is the 
ultimate object of the promoters of the Rio Grande, 
Sierra Madre & Pacific Railroad to extend it to the 
Pacific coast.” 

SANTA FE, PRESCOTT & PHOENIX.—Accord- 
ing to report, Donald, Grant & Langdon, Linton & 
Co., and S. B. Robinson of Minneapolis, Minn., have 
been awarded contracts for grading the extension 
from Prescott, Ariz., east about 26 miles into the 
Big Bug Mining District. (See this column for 
Feb. 4.) 


SPRINGFIELD, LITTLE ROCK & GULF.—Presi- 
dent J. A. Hensey nas telegraphed to the Board of 
Directors that he has failed to place the necessary 
$14,000,000 of bonds for building this road and that 
work must be stopped. Grading was begun in De- 
cember, and in accordance with the provisions of the 
Smith bill, the company was to receive 1,000 acres of 
land for each mile completed. 

ST. LOUIS & SOUTHWESTERN.—The report re- 
ferred to in this column for Feb. 11 that the St. Louis 
& Southwestern has signed a contract with the Gulf, 
Beaumont & Kansas City, to extend its line from Luf- 
kin, Tex., southwest about 70 miles to Kirbyville, is 
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officially declared to be incorrect. It is understood, 
however, that the extension is to be made by the 
Gulf, Beaumont & Kansas City. 


SUMTER & WATEREE.—A charter was granted 
to this company by the South Carolina Legislature 
to build a line from Sumter west 15% miles to Mid- 
dleton’s on the South Carolina & Georgia. Among 
the incorporators are: James D. Blanding, Altamont 
Moses, R. I. Manning, R. D. Lee, Harry Ryttenberg, 
Neill O’Donnell, W. O. Cain and H. J. McLaurin. 
The central office is at Sumter. 


WILMINGTON SEA COAST.—At a recent meeting 
of the Board of Directors it was decided to make 
surveys for an extension of % of a mile further up 
the beach at Wilmington. 


WASHINGTON TERMINAL.—Official statement is 
received from an Official of the Pennsylvania Railroad 
thatthisroad recently charteredintheState of Virginia 
(see this column for Feb. 18), is a company organ- 
ized to operate the station in Washington, D. C., 
owned by the Baltimore & Potomac line of the Penn- 
sylvania, and to operate the tracks leading south- 
ward probably to Alexandria, Va. Nothing has as 
yet been done toward organizing the company. 


WESTERN MARYLAND.—Surveys are reported to 
have been completed for the Washington & Franklin 
cut-off from Hagerstown, Washington County, Md., 
to a point one mile west of Altenwald, Franklin Co., 
Pa. (See this column for Feb. 11.) 








Electric Railroad Construction. 


ALBANY, N. Y.—Manoas Railway Co. was_ in- 
corporated at Albany Feb. 25, to build and operate a 
steam or electric railroad line in the city of Manaos 
and elsewhere in the State of Amazonas, Brazil. Di- 
rectors, A. J. Mayham of Lorain, O.; S. N. Brady of 
Albany, E. C. Mayhem, C. R. Flint, W. D. Walker, 
F. R. Stewart and E. C. Converse of New York city, 
J. W. Scott of Orange, N. J., and F. H. Hebble- 
thwaite of Manaos, Brazil. 

The citizens of Bath are preparing a _ peti- 
tion .-to the Albany Railway Co., asking for 
an extension of the electric railroad facilities to 
Bath. The company is agreeable to making such an 
extension, but requires that the town first pave the 
streets through which the road would run. 

AUBURN, N. Y.—It is stated that the projectors 
of the Auburn Inter-Urban Electric Railroad Co., 
L. S. Ebright and Wilson H. Pixley of Akron. O., 
and the Auburn City Railway Co. have completed 
plans for consolidating the two roads. It is expected 
that work will be commenced at once on the pro- 
posed roads to Cayuga and Skaneateles. 

BALDWI#ISVILLE, N. Y.—Baldwinsville & Liver- 
pool Rairvad Co. was incorporated at Albany, Feb. 
25, capital $150,000 to build and operate a street rail- 
road thirteen miles Icng, from Baldwinsville to Syra- 
Directors: W. H. Hoffman of Stiles, J. C. Ken- 


cuse. 
yon, William MecMullin, J. R. Blanchard, B. C. 
Meays and E. C. Munroe of Baldwinsville; R. S. 


Hoffman of Phoenix, and Bartlett Smith and G. A. 
Manz of Syracuse. 


BOSTON, MASS.—The Boston Elevated Railway 
Co. has petitioned the Railroad Commissioners for 
the right to extend its tracks from the Cambridge 
line to the town ofBelmont. 

the West End Street Railway Co. is seeking the 
approval of the Railroad Commissioners to plans for 
additional tracks granted in 1896 and 1897 by the 
cities of Boston, Cambridge, Somerville, Newton and 
Medford, and the towns of Brookline and Arlington. 


BOUND BROOK, N. J.—The New York & Philadel- 
phia Traction Co. is endeavoring to perfect its right 
of way from the Raritan River at Bound Brook to 
Miilstene, Rocky Hill, Kingston, Princeton, Law- 
renceville, Trenton, Bordentown, Burlington, Beverly, 
Riverton and Delanco to Camden. The company ex- 
pects to obtain an ordinance in Somerville on or 
about March 14, when construction will at once be 
begun in that town to connect with the Bridgewater 
line, which line the New York & Philadelphia Co. are 
now ready to operate. All litigation respecting fran- 
chises has been terminated by mutual agreement be- 
tween the contending parties. The headquarters of 
the eccmpany are at the Harrison Building, Philadel- 
phix, John Blair MacAfee, Vice-President. 


CHICAGO, ILL.—Petitions from property owners 
asking permission for the construction of fourteen 
miles of street car lines in the South side were pre- 
sented to the City Council by the Chicago City Rail- 
way Co. The new lines are to be used as feeders for 
the main lines, and cover the following streets: 

Lake ave., Fifty-first st., Vincennes ave., Indiana 
ave., Fifty-sixth st., Stoney Island ave., Sixtieth st., 
Sixty-ninth st., Keefe ave., South Chicago ave., St. 
Lawrence ave., Fifty-ninth st., Madison ave., Fifty- 
seventh st., Fifty-second st., and Twelfth st. The 
ordinances for the new lines will be presented to the 
council within a few weeks. 

The West Chicago Street Railroad Co. and the 
North Chicago Street Railroad Co. will ask the City 
Council March 7 to pass ordinances granting the 
right to lay tracks on over seven miles of street. 


EAST ST. LOUIS, 1LL.—The East St. Louis Rail- 
way Co. has decided to extend its lines to 
Madison, Granite City and other towns north of East 
St. Louis. This plan has been under consideration 
for some time. 


EWING, N. J.—The Ewing Passenger Railway 
Company was incorporated Feb. 25, to build an elec- 
tric railroad in Ewing Township, a suburb of Tren- 
ton; capital, $12,500. Henry C. Moore, Judge Robert 
S. Woodruff, B. Frank Abbett, Peter E. Hurley, J. H. 
Solomon, W. S. Gulick and F. P. Nipper, of Trenton, 
are the incorporators. 


FARGO, N. DAK.—We are informed by A. O. 
Rupert, City Auditor, that J. B. Lockhart and J. W. 
Van Neida, of Fargo, and Johnson Wagner and 
Robert Clendening of Moorhead, Minn., are in- 
terested in the proposed electric railroad from Fargo 
to Moorhead. 


FARMVILLE, VA.—A bill has been introduced in 
the Legislature to authorize the town of Farmville 
to grant a 25-year franchise to any incorporated rail- 
road company to lay tracks in the streets of the 
town. This would seem to indicate that a project 
to build an electric railroad is under way. 


LEWISBURG, PA.—E. A. Tennis, president of the 
Lewisburg, Milton & Watsontown Electric Railroad 
Co., intorms us that the company is building from 
Watsontown to Dewart, a distance of 3 miles, from 
which point connections will be made with the Mon- 
toursville & Williamsport road. In making this con- 
nection, the road would run through Muncey, 
Hughesville and Halls. It is also planned to connect 
the company’s line at Lewisburg with the Sunbury 
& Northumberland Electric Railway at Northumber- 
land this spring. 


LEXINGTON, VA.—A bill has been passed _ in 
Richmond to incorporate the Lexington Street Rail- 
way Light & Power Co. 


MILWAUKEE, WIS.—The Milwaukee Electric 
Railway & Light Co. directors’ meeting, to be called 
shortly in New York, will take up the question of 
making various improvements and extensions. The 
company has commenced work on a large addition to 
its power house, and has applied for an extension of 
its lines on the south side of the city. The New 
York offices of the company are at 30 Broad st. W. 
N. Cromwell is president of the company. 


NEW KENSINGTON, PA.—New Kensington Street 
Railway Co. of Westmoreland County, was recently 
incorporated with a capital of $12,000. Incorporators, 
T. A. Mellon, Jr.. W. L. Mellon, F. M. Ross, C. T. 
Marsh, W. S. Mitchell of Pittsburgh. 


NEW YORK, N. Y.—The Union Railroad Co. was 
granted a franchise by the Board of Trustees of 
New Rochelle to operate cars over the local streets. 
The franchise gives the right to operaie e.ectric 
cars from the New Haven Railroad station to Star- 
in’s Glen Island dock, and thence to Larchmont 
Manor; also a line to Pelham, which will connect 
there with the present Mount Vernon line, giving 
the company a through route from Larchmont ts 
129th street, New York. 


NEW YORK, N. Y.—New York, Elmsford & White 
Plains Raiway will increase its capital from $60,000 to 
$300,000.The company operates an electric road from 
Elmsford station on the New York & Putnam, to 
White Plains on the New York & Harlem, and to 
Silver Lake, 54% miles of track. In October, 1897, the 
company commenced to build a road from Elmsford 
to Tarrytown-on-Hudson, and it is proposed to build 
from White Plains to Mamaroneck on the Sound, and 
to Oakland Beach and Rye Beach, making about 25 


miles. The company is owned by a Philadelphia syn- 
dicate. Samuel R. Bullock of Philadelphia, is presi- 
dent, and Herbert T. Jennings of Mount Vernon. 


N. Y., is treasurer. 


OT'ION, TENN.—Surveys are now being made for 
the Obion & Tiptonville Rapid Transit Co. (Railroad 
Gazette, Dec. 10, 1897.) This road will be about 25 
miles in length. Nearly eight miles will be built on 
trestle work across Reelfoot Lake. W. B. Southgate 
is the engineer in charge of the surveys. Wm. M. 
Wilson, of Obion, is president, and J. H. McDowell, 
of Union City, Tenn., is treasurer of the company. 
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OTTAWA, ONT.—An electric railroad between Ot- 
tawa and Metcalf is being advocated. The dis- 
tance is about twenty miles. 


PHILADELPHIA, PA.—Concerning the German- 
town & Fairmount Park Street Railway Co., we are 
informed that the company was projected to connect 
the Falls of Schuylkill and Manayunk with German- 
town, and, through the Chelten Avenue Branch of the 
Union Traction Co., with their large park at Willow 
Grove. There are resident in Manayunk, Falls of 
Schuylkill and Germantown a large number of mill 
operatives, and there are also large mills in all three 
places. The road will also give the people of Ger- 
mantown very direct access to Fairmount Park. 


ROCKFORD, ILL.—We are informed by the 
president of the Rock River Electric Ry. Co. that 
contracts will be let the last week in March fur 
the construction of the road from Rockford to Ore- 
gon, a distance of 24 miles, and probably let as a 
whole to one contractor. The road will be built to 
steam road standards, designed to do a general busi- 
ness and will perhaps operate in connection with the 
Chicago Great Western, connecting at Byron, IIl. 
Next season, it is proposed to push the road to 
Dixon, Sterling and other towns toward the Missis- 
sippi. (See this column for Jan. 7.) 


SANDUSKY, O.—The Sandusky, Castalia & Crys- 
tal Springs Railway Co., with headquarters 
at Sandusky, was incorporated, the capital stock 
being $25,000. The incorporators are C. O. French, 
F. P. Zollinger, A. J. Peters, W. E. Guerin, Jr., 
and Clark Rude. The road will be constructed from 
Sandusky through Erie, Sandusky and. Ottawa 
counties to Port Clinton. - 


SPENCER, MASS.—The Warren, Brookfield & 
Spencer Street Railway Co. has made application to 
the Railroad Commissioners for the right to extend 
its line to North Brookfield, a distance of 3.6 miles. 


WORCESTER, MASS.—The_ Railroad Commis- 
sioners have issued an order approving the contract 
between the Worcester & Suburban Street Railway 
Co. and the Blackstone Valley Street Railway Co., by 
the terms of which the former company undertakes 
to operate the lines of the Blackstone Valley Rail- 
road and to run through cars from the terminus of 
the Worcester & Millbury line, in Millbury, to the 
town of Farnumsville. The expenses of operating 
and equipping are to be borne equally by both com- 
panies, and profits are to be devoted to extending and 
equipping the latter road, and toward paying off the 
indebtedness incurred during the former operation of 
the road. 


GENERAL RAIL2OAD NEWS. 


Railroad Earnings. 


Showing the gross and net earnings for the periods 
ending at the dates named: 





December 31: 1897. 1896. Ine. or Dec. 
Buffalo, Rochester & Pittsburg. 
muatae G 606,462 $546,291 A $60,171 
| “Net Oe 091 198.395. 19,696 
Gross 1,899,856 1,795,034 I. 104,812 
Net 693,190 609,276 ~=s«d:y. 83,916 
Burlington, Cedar Rapids & Northern. 
Wi acnesman - Gross $371,380 $382,489 D. $11,059 
i _— ee. Net 105,703 64,125 2 41,578 


Gross 4,292,163 4,450,085 D. 157,872 
ie Net 1'213'329 1.083302 I. 160,027 
Central of New Jersey. 


AMES Gross $13,212,772 $13,117,350 I. $95,422 
Sas memesdnoni rik Net 5,044,101 4°798'783 I. 245,318 


Chicago & West Michigan. 





12 months:.......- Gross $1,650,723 $1,642,617 1 2 $8,106 

12 — Net 350,352 321,141 I. 29,184 
Cleveland, Lorain & Wheeling. 

@ MONENS.... 600658. Gross $779,438 $598,494 Te $180,944 

6 a deeeeenee Net 267,661 177,294 E. 90,367 
Cumberland Valley. 

19 MONTHS: 66:00:00.0 Gross $866,654 $862,395 kL. $4,259 

12 Pn orca Net 255,124 226,767 ke 28,357 


Detroit, Grand Rapids & Western. 
2 Ul): Speer Gross $1,316,739 $1,187,369 I. $129,370 
Aaa aeanarties Net  '382'376 "130/071 152,305 


2 


Illinois Central. 


bctlarwetsio tnt Gross $2,578,244 $2,096,516 y $481,728 
i a ian ARP ee oor Net. 102 ola 776,952 : sanan 
6 PNB co ecsccese Gross 14,087,301 11,409,243 x 678,058 
6 ails aiesine Net 4,620,290 3,419,647 I. 100,643 
Lake Shore & Michigan Soathern. 
9 MONTH, c..ccccaes Gross $5,458,187 $5,042,530 I. $415,657 
3 en wieneasede Net 1 oT 174 Hi : uw 
2 [ere Gross 20,297,720 20,193,955 * 03,765 
oe Net 7430-745 7.229.714 «iT, ~—201,031 
Mexican National. 
1 Oa inckoeenxe Gross $599,181 $573,269 3. $25,912 
1 bers - siaaaa ine OD: Net 318,711 316,843 2 e 1,868 
12 months......... Gross 6,080,663 5,299,026 1 781,637 
12 e aeenewans Net 2,986,238 2,525,958 & 460,280 


Minneapolis, St. Paul & Sault Ste. Marie. 
Gross $304,990 $295,045 I. $9,945 
. Net 108,849 110,225 D. 1,376 
Gross) 2,306,311 2,005,185 I. 301,176 
Net 1,101,683 865,784 =i. 235,899 





January 31: 1898. 1897. Inc. or Dec. 


Alabama Great Southern. 
070,737 $994,219 I. $76,518 
411,556 378,197 ~=s«d. 33,359 


Atchison, Topeka & Santa Fe. 

Gross $2,860,449 $2,463,930 T $396,519 

. Net 494,434 479,131 I 15,303 
Gross 23,286,210 20,016,569 I. 3,269,644 
Net 6,721,823 5,744,776 L 977,047 
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Canadian Pacific. 








ft -MONER, cc ccccsce% Gross $1,672,628 $1,312,924 I. $359,704 
a CC aeunae Net 515,628 373,343 EE 142,285 
Central of Georgia. 
E BOER. w.ccncices:e Gross $522,699 $508,631. I. $14,068 
] 7. geecenwane Net 171,325 216,935 D. 45,610 
7 MONS... ccccacs Gross 3,565,714 3,408,789 = I. 129,895 
7 Me es tae ers catia Net 1,370,454 1,343,424 E 27,030 
Central of New Jersey. 
t MER, bis ccctons Gross $1,055,699 $855, 21 ) $200, 484 
7 -» Net 409,290 255,218 I. 154,072 
Chesapeake & Ohio. 
EL MROMEN. 25 secccs Gross 3 $918,248 x. $36,104 
te PS eee Net , 808 296,347 =i. 9,462 
4 MONWtHS. .....0.6. Gross 7,002,117 6,276,777 EZ 725,340 
‘ RD aioe careaciae Net 2,348,822 2,167,016 I. 181,806 





Chicago & Eastern Illinois. 

Gross $356,475 $338,389 I $18,086 
Net 145,489 142,704 y 2 2,735 
Gross 2,578,790 2,346,106 E 232,684 
Net = 1,158,064 1,052,298 I 105,766 


Chicago, Burlington & Quincy. 











EB WRONG icceccces Gross $3,044,457 $2,672,628 I. $371,829 

1 TS  kcavaduads Net 164,612 131,444 i. 33,168 

7 TAORCHS:.. ce. 506 Gross 25,992,867 21,256,967 I. 4,735,900 

7 oD) paca eee Net 4,510,531 2,917,808 I. 1,592,723 
Chicago, Milwaukee & St. Paul. ‘ 

DE MOnths .6<scc0s0 Gross $2,361.297 $2,010,449 uA $90,848 

1 SOUL a adaneaes Net 756,530 704,592 is 51,938 

7 months Runecnsene Gross 20,791,578 18,748,732 I. 2,042,846 

Se  eadacegues Net 8,289,617 7,489,468 ¥. 800,149 
Erie 

E Month... ... 60% Gross $2,363,702 $2,222,620 I. $141,082 

1 Eee <x gaavaceed Net 370,916 338,267 E. 32,649 

¢ BIONUHS. <6. 56.55 Gross 20,346,981 19,082,225 TI. 1,264,756 

7 WY ecnadaaeee Net 5,385,961 5,224,695 I 161,266 
Georgia Southern. 

7 months pewmaeereae Gross $551,140 $536,267 a $14,873 

ee -Senuadecds Net 193,363 189,379 z. 3,984 
Lehigh Valley. 

1 month Gross $1,343,738 $1,304,321 z, $39,417 

1 = uae Net 301,080 203,994 13 97,086 

2 months. Gross 2,882,851 2,855,660 I. 27,191 

2 ss PP Net 765,162 560,918 J 104.244 
Houston & Texas Central. 

EMME  cccieccce Gross $318,105 $281,427 I. $36,678 

1 TT euneawaces Net 106,381 55,481 I. 50,900 

© MORtHH, <0. ccc. Gross 2,475,409 2,530,685 D. 55,276 

7 we fmancipnkae Net 1,000,677 1,046,351 D. 45,674 
New York, Susquehanna & Western. 

7 MONtHS, <0. -c660s Gross $1,553,593 $1,402,098 1 4 $133,495 

7 Me, nanemeateds Net 689,175 650,692 =I. 38,483 
Louisville & Nashville. 

1 Gross $1,807,684 $1,602,516 I. $205,168 

1 - Net 627,905 493,783 iz 134,122 

7 Gross 12,881,498 12,195,433 J. 686.065 

7 Net 4,438,291 4,025,036 I. 413,255 
Northern Central. 

1 month Wannadeuaste Gross $506,536 $525,886 D. $19,350 
wirkd elem eeta Net 103,228 156,293 D. 53,065 
Northern Pacific. 

1 month........... Gross $1,440,049 $958,867 T. $481,182 
Faveaueete Net 611,034 187,270 z. 473,764 
Pennsylvania, 

1 month ended waane Gross $5,089,071 $4,755,671 x $333,400 

Re re” i degwamnues Net 1,152,797 1,126,197 z. 26,600 
Pennsylvania Company. 

1 month Race dindina GROBS- “Sides aun I. $534,700 

re ee are eaneees INGE” ~ wiegse —eaauas I. 78,800 
Reading Company: 

Philadelphia & Reading Railway Company. 

1 Gross $1,724,472 $1,509,871 pe $214,601 

1 Net 728,090 636,806 Ez 91,284 

7 Gross 13,610,636 12,727,433 I. 883,203 

7 Net 6,287,851 5,789,800 i 498,051 

Company. 

1 Gross $1,944,401 $1,694,066 T $250,335 

1 Net *54,904 *134,258 D. 79,354 

7 months Secxsagess Gross 15,327,283 14,055,495 I. 1,271,788 

Te titeeteees Net 763,218 596,777 I 166,441 

Loss. 
St. Louis & San Francisco. 

1 month aT PEE rer ee Gross $524,812 $415,640 I. $109,172 

on wedcoaudacts Net 212,016 157,450 12 54,566 

f months ivecdueoue Gross 4,134,559 3,536,576 a 597,983 

a eaaaees Net 1,822,710 1,568,845 5. 253,865 
Southern, 

1 month Rianccusacs Gross $1,674,976 $1,565,963 J. $109,013 

De FL aneakasaes Net 529, 479,793 a 49,529 

7 months aaeea neces Gross 12,168,730 11,404,548 I. 764,182 

Bo SS eddawecaet Net 4,030,406 3,779,147 I. 251,259 
South Georgia & Florida. 

7 months.......... Gross $551,140 $536,266 I. 14,874 

ee Net “193362 “is9379 oT. ggg 
Wabash 

i | month epeuenweaete Gross $941,752 $835,058 I $106,694 

| rE cc Net 202,906 196,588 1. 6,318 

7 months Wa neadecns Gross 7,755,225 6,969,116 I. 786,109 

7 5 338,988 


we nceveeice Net 2,436,315 2,097,327 


ANN ARBOR.—The National Park Bank of New 
York has begun suit at Toledo, O., against this road 
and J. M. Ashley, Jr., on notes aggregating $160,000, 
of which $110,000 is represented on two notes against 
the road, and $50,000 on one note against Mr. Ashley 
personally. In the petition it is stated that Mr. Ash- 
ley owns 101 shares of stock. This road extends from 
Toledo, O., northwest to Frankfort, Mich., on Lake 
Michigan, 292 miles. It was reorganized in 1895 as 
successor to the Toledo, Ann Arbor & North Michi- 
gan. 


ATLANTIC COAST LINE.—The Virginia Senate 
bill has been passed, authorizing the consolidation 
of the Richmond & Petersburg and the Petersburg, 
two lines of the Atlantic Coast line. The new name 
is to be the Atlantic Coast Line Railroad Co. of 
Virginia. 

GALVESTON, LAPORTE & HOUSTON.—A de- 
cree of sale has been entered for this road to take 
piace May 3 at Galveston, Tex. The upset price 
is $500,000, and a deposit of $50,000 is required from 
each bidder. The road extends from Brady Junc- 
tion, Tex., to Galveston, 51.3 miles, with two 
branches, aggregating 5.7 miles. A receiver was ap- 
pointed Jan. 7, 1895. 

CHATTANOOGA, ROME & SOUTHERN.—A bill 
has been filed in the United States Circuit Court at 
Atlanta, Ga., in favor of the Farmers’ Loan & Trust 
Co. of New York, asking that a receiver be ap- 
pointed for the Chattanooga, Rome & Columbus and 
the Chattanooga, Rome & Southern Companies. It 
will come before Judge Newman for hearing on 
March 12. 

CHATTANOOGA, ROME & SOUTHERN.—C. W. 
Wilborne, president of this company, was appointed 
receiver for the Rome & Carrollton Railroad at At- 
lanta Ga., March 1. The Rome & Carrollton is now 
a part of the Chattanooga, Rome & Southern, and 
the receiver was appointed on petition of the Farm- 
ers’ Loan & Trust Co. of New York on foreclosure 
of a $150,000 mortgage made by the Rome & Car- 
rollton. William Strauss, 30 Broad street, represents 
the holders of these’ bonds. (See this column for 
Feb. 4.) 


DELAWARE, LACKAWANNA & WESTERN.— 
The Central Trust Co. of New York filed a complaint 
at Syracuse, N, Y., Feb. 23, against the Syracuse & 


Baldwinsville line of the Delaware, Lackawana & 
Western for the foreclosure of a mortgage given by 
the Syracuse & Baldwinsville. The Syracuse & Bald- 
winsville is but .98 mile in length with one mile of 
sidings, and is owned by the Delaware, Lackawanna & 
Western. 


EAST SHORE TERMINAL.—Cuyler, Morgan & Co. 
of New York, have purchased a controlling interest 
in this railroad. It is understood that the purchase 
is “ » the Plant System, the Atlantic Coast Line and 
the Louisville & Nashville jointly, and that the East 
Shore Terminal is to be used by these companies. 
This line consists of three miles of double track laid 
with 60-pound rails. The company owns in addition 
14 wharves, 30 warehouses, about 30 acres of land and 
4 cotton presses. A receiver was appointed in Janu- 
ary, 1896. There is $1,120,000 of stock outstanding and 
$1,443,480 of first, second and consolidated bonds. 


FINDLAY, FORT WAYNE & WESTERN.—Of- 
ficial denial is received from two independent 
sources that this road has been sold to the Lake 
Erie & Western or that it will become a part of that 
system. The only foundation for the report is that 
the relations between the two companies are very 
cordial, and there is an interchange of business 
wherever possible. 


FORT WORTH & DENVER CITY.—On March 15, 
the State Trust Co. of New York as Trustee, will dis- 
tribute 2 per cent. of the par value of stamped cer- 
tificates of this railroad to holders of record of these 
certificates. This is in accordance with the agree- 
ment of Oct. 12, 1895 which was that the holders of 
first mortgage 6 per cents. should agree to reduce in- 
terest to 4 per cent. for five years from Dec. 1, 1895, 
to take $312 stock of five over-due coupons and the 2 
per cent. preferred interest, past-due coupons and 
the 2 per cent. due ccupons for the next five years to 
be held in trust for the protection of the stamped 
preferred certificate holders in case of an accident 
or failure of the company to pay the interest as pro- 
posed. This distribution is from the surplus earn- 
ings of the company for the six months ending Dec. 
31, 1897. 


KANSAS CITY, FT. SCOTT & MEMPHIS.—The 
earnings of this company for the year ended June 
20, according to the annual report, were as follows: 





Year: 1897. 1896. Inc. 
GC CONTE coc ce cccncccxs $4,137,128 $3,991,694 $145,434 
Operating expenses ......... 2,826.571 2,781,999 44,572 

Net Carmine o.6< cc cscsceccs $1,310,557 $1,209,695 $100,862 


The gross earnings of the associated road, the 
Kansas City, Clinton & Springfield, for the year 
ended June 30, 1897, were $330,045, net earnings, $104,- 
683; for the Current River, gross earnings, $146,282; 
net earnings, $38,120. 


LITTLE ROCK, HOT SPRINGS & TEXAS.—Re- 
ceiver Lonsdale has served formal notice upon the 
creditors of this road that he has made application 
for its sale, to take place at some early date as fixed 
by the United States Court. It is understood that 
an upset bid has been made by interested parties 
covering 90 per cent. of the road’s indebtedness. The 
road was chartered on Dec. 9, 1893, to extend from 
Little Rock, Ark., to Wister, Ind. Ter., 155 miles, 
with branches aggregating 160 miles. Four miles of 
the road from Benton, Ark., to the Saline River was 
completed in February, 1895. Grading has been fin- 
ished for 31 miles beyond Benton to Hot Springs, and 
surveys have been made from Little Rock to the 
Indian Territory line. A receiver was first appointed 
on Feb. 24, 1896. The authorized capital stock is $7,- 
0v0,000. The cost of the road up to date is $500,000. 


MEMPHIS & CHARLESTON.—In accordance with 
a notice given in this column for Feb. 4, the property 
of this company was sold at foreclosure at Memphis, 
Tenn., Feb. 26, to the Southern Railroad for the upset 
price of $2,500,000. This road extends from Memphis, 
Tenn., to Stevenson, Ala., 272 miles, with a branch of 
14 miles from Moscow, Tenn., to Summerville, and 
another branch of 6 miles from Tuscumbia, Ala., to 
Florence. It was formerly controlled by the East 
Tennessee & Georgia. Foreclosure proceedings were 
begun in July, 1896, and the decree of sale was made 
on Feb. 11, 1897. (See this column under “Southern” 
for Jan. 28.) 


MISSOURI, KANSAS & TEXAS.—-A meeting of the 
stockholders of this company is called to be held at 
Parsons, Kan., April 7, at 1 P. M., to act upon a 
contract of proposed consolidation of the Kansas City 
& Pacific with this company. The Kansas City & 
Pacific extends from Paola, Kan., to Stevens, Ind. 
Ter., 130.06 miles. It was leased Aug. 1, 1890, to the 
Missouri, Kansas & Texas at a yearly rental of 33 
per cent. of the gross earnings. The capital stock is 
$2,500,000, of which $1,675,000 is owned by the Missouri, 
Kansas & Texas. Interest on the bonded debt 
amounting to $2,500,000 is unconditionally guaranteed 
by that company. 


PITTSBURGH, BESSEMER & ERIE.—This com- 
pany has sold $500,000 of 6 per cent. gold equipment 
trust bonds which mature $50,000 annually from 1900 
to 1903, and $60,000 annually from 1904 to 1908. 

SOUTH JERSEY.—Judge Dallas on Feb. 25, 
granted a decree in the United States Circuit Court 
for the sale of the franchises of this road. Howard 
Carrow of Camden, N. J., was appointed master to 
make the sale, which is to take place at Winslow 
Junction, N. J., March 25. This line extends from 
Winslow Junction to Cape May, 54.1 miles, with a 
branch from Tuckahoe to Sea Island, 12.1 miles. The 
receiver was appointed in August, 1894. For the re- 
organization plan, see this column for Jan. 21, 

TOLEDO, ST. LOUIS & KANSAS CITY.—The re- 
ceiver has issued $420,000 5 per cent. certificates, the 
proceeds of which are to be used in the payment of 
old judgments aggregating with interest $550,060. (See 
this column for Jan. 14.) 


UNION PACIFIC.—At a sale of coHateral under the 
collateral trust 6 per cent. mortgage on the order of 
the Union Trust Co. of New York, held at the New 
York Real Estate Salesrooms, Feb. 23, Kuhn, Loeb & 
Co. purchased $1,974,600 Utah & Northern first mort- 
gage bonds and $1,739,000 Colorado Central bonds, 
the total price being $3,710,000. 

Judge Lacombe in the United States Circuit Court, 
Feb. 25, granted an order permitting Josiah B. French 
and others to bring suit against the receivers of the 
t'nion Pacific in the Supreme Court in the State of 
New York. The complainants declare that they are 
holders of Leavenworth, Topeka & Southwestern 
bonds to the amount of $256,500 guaranteed by the 
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old Union Pacific Co. They allege that the securities 
bought by Louis Fitzgerald of J. P. Morgan & Co., 
representing the reorganization committee, are assets 
liable for the payment of their claims. 








Electric Railroad News. 


BALTIMORE, MD—Senator Dobler has introduced 
a bill in the State Senate to amend the charter of the 
Baltimore City Railway Company, which increases 
largely the borrowing power of the company, and 
provides for the issue of new stock. 


COVINGTON, KY.—At the annual meeting of the 
Cincinnati, Newport & Covington Railway Co., held 
recently, the following new directors were elected: 
Julius Fleischmann, instead of his father, the late 
Charles Fleischmann; M. M. White, instead of H. P. 
Eells, of Cleveland, and Robert A. Orr, instead of 
Charles E. Orr, deceased. Officers were elected as 
follows: President, James C. Ernst; Vice-President, 
Julius Fleischmann; Secretary and Treasurer, George 
M. Abbott; Superintendent and General Manager, T. 
M. Jenkins. The financial statement showed that for 
the year ending Dec. 31, 1897, the gross earnings were 
$638,477.11, a decrease over the year 1896 of $5,570.12. 
Operating expxenses for the year 1897 were $427,280.04, 
against $464,002.82 in 1896. The net earnings were 
$211,197.07, against $180,034.31 for 1896, an increase of 
$31,152.66. Charging off fixed charges for interest, 
tolls and the like, there was left for surplus $28,124. 
The gross earnings per car per day were $28.86. 


GREENBUSH, N. Y.—At a recent meeting the di- 
rectors of the Greenbush & Nassau Electric Rail- 
road Co., the followirg officers were elected: Pres., 
W. D. Barnes; Treas., Thomas W. Cantwell; Sec., Dr. 
8S. C. Curran; Supt., Fred Carr. 


BROOKLYN, N. Y.—The stockholders of the Coney 
Island & Brooklyn Railroad voted to increase the 
capital stock of $1,000,000 to $2,000,000. About a year 
ago the company leased the Brooklyn City & New- 
town Railroad, generally known as the DeKalb avenue 
line. Negotiations are now under way for the com- 
plete consolidation of these roads, and the increase in 
the capital stock of the Coney Island & Brooklyn is 
the most important step so far taken in that direction. 


CINCINNATI, O.—The Cincinnati Street Railway 
Co. has closed a cortract with the General Electric 
Co. amounting, it is said, to over $100,000. It covers 
the necessary electrical apparatus to enable the Cin- 
cinnati Co. to change over that portion of its system 
now driven by cable, the Walnut Hills line, to an 
electric system. 


HINGHAM, MASS.—The Nantasket, Hall & Hing- 
han street railroad companies have made application 
to the Railroad Commissioners for the right to con- 
sclidate under the name of the Hingham Street Rail- 
way Co. 

NEW YORK, N. Y.—The Union Railway Company 
has elected the following directors: Edward A. Maher, 
Henry Hart, John E. Parsons, Edward Lauterbach, 
Albert J. Elias, Charles Remsen, Henry Iden, David 
Cc. Andrews and G. Howland Leavitt. 


READING, PA.—It is stated that the directors of 
the Mount Penn Gravity Railroad will change the 
motive power of the road from steam to electricity. 
The read is about 8 miles in length, and its equipment 
consists of 2 locomotives and 12 cars. 


ST. LOUIS, MO.—The bill recently passed by the 
House of Delegates authorizing the North & South 
Railway Co. to build and operate electric railroads 
on nearly 100 miles of street was vetoed by Mayor 
Zeigenhein on Feb. 25, and the veto was sustained 
by House of Delegates. 


WILKES-BARRE, PA.—John Graham, Treasurer 
and General Manager of the Wilkes-Barre & Wyom- 
ing Valley Traction Co., was elected President of the 
Wilkes-Barre & Northern, the steam railroad running 
from Luzerne Borough to Harvey’s Lake. Press re- 
ports state that plans are being considered for opera- 
ting the steam road by electricity. 











TRAFFIC, 


Traffic Notes. 


The tourist sleeping cars from New York and Phil- 
adelphia to the West, which were put on a few 
months ago, have been taken off. 


The St. Louis “Globe Democrat” says that mer- 
chants from Texas are now visiting St. Louis in con- 
siderable numbers, and the city is believed to be get- 
ting its full share of southwestern trade in spite of 
the competition of New York in connection with the 
very low rates by water, which has been the subject 
of so much discussion during the last few weeks. 


The Kansas & Missouri Car Service Association, 

with headquarters at Topeka, has been consolidated 
with the Missouri Valley Car Service Association, 
‘with headquarters at Kansas City. The Missouri 
Valley wi'l now have twenty-nine roads within its 
jurisdiction and over 500 junction points. It al- 
ready has a branch office at St. Joseph. Mr. A. 
P. Wilder, Manager of the Kansas & Missouri, died 
a few weeks ago. 


The Merchants’ Association of New York, having 
secured reduced rates on the certificate plan, had 
excursions of buyers during the week ending Feb. 27 
and has had “conventions,” like those held last fall, 
with discussions on commercial topics. Another 
series of conventions will be held in the week begin- 
ning March 14. The rates from Central Passenger 
territory are a fare and a third for the round trip. 
At the convention of Feb. 25 an address was de- 
livered by Mr. George R. Blanchard, Commissioner 
of the Joint Traffic Association. the subject being 
“The Relations of Carriers and Their Patrons.” Mr. 
Blanehard said he would not deny that in opening 
the 181,394 miles of railroads in the last seventy years 
there had grown up many abuses. But he insisted 
that these abuses were as much the faulf of the 
legislative bodies as of the railroad companies. He 
said the constant legislation adverse to the rail- 
roads had brought them face to face with accumu- 
lating receiverships, while the railroad patrons of 
this country get the lowest rates in the world. He 
made a cgmparison of the rates charged in this 
country Wh those in Europe to the decidéd dis- 
advantage of the latter. He closed with an appeal 
to the Merchants’ Association to do what is possible 
to bring their interests and those of the great car- 
riers of the country together, pledging his word 





that railroad officials are more than anxious to meet 
them half way. 


The disagreement between the Canadian Pacific 
and the American lines, concerning passenger fares 
to and from the Pacific coast, is still unsettled, 
and it would appear from our Chicago letter that 
the roads wesi of that city are undecided what to 
do. The Interstate Commerce Commission has made 
a general suspension of the long and short-haul law, 
until July 1, on all passenger business between points 
at which the petitioning roads are in competition 
with the Canadian Pacific. Rates musi not be lower 
than those charged by the Canadian Pacific, and 
the order may be revoked or modified without no- 
tice. The petitioners include all of the principal 
railroads west of Chicago, and also the lines leading 
out of New England, including the Grand Trunk. 
The trunk lines between New York and Chicago 
have no immediate interest in the contest, for they 
exact their full proportions on all the business in 
controversy, but at the request of tthe lines west 
of Chicago a committee of Eastern men, Messrs. 
G. H. Daniels, D. I. Roberts and E. O. McCormick, 
went to Montreal last week to confer with the Ca- 
nadian Pacific. At this writing no result of the 
conference has been announced. 


North Carolina Railroad Commission. 


The Railroad Commissioners of North Carolina, 
Messrs. Caldwell, Abbott and Pearson, appear to be 
making the best of their opportunities pending the 
decision of the United States Supreme Court of the 
question whether they really are the commissioners 
or must give way to the old Board, consisting of the 
two Wilsons, now out of office by the action of the 
Governor and the courts, and Mr. Abbott, who, it 
seems, acts as a member of the new Board. On 
Feb. 21 an order was made reducing passenger rates 
on all the principal roads of the State, the reduction 
to go into effect March 23. The rates prescribed 
are 21%4 cents a mile first-class, 2 cents second-class, 
the present rates being 34 and 2% cents, respectively. 

Mr. Abbott desired to reduce freight rates instead 
of passenger, but his resolution was voted down. 

Orders have been issued by the Board reducing 
freight rates on corn, fertilizer and other commodi- 
ties in carload lots between certain important places. 


The Wabash Line to Buffalo. 

General Manager Ramsey announces that under a 
permanent lease entered into between the Grand 
Trunk and the Wabash, the Wabash has secured the 
right to operate on and over the line from Windsor, 
Ontario (opposite Detroit), via Glencoe, St. Thomas 
and Welland, to Black Rock (Buffalo), and from Wel- 
land to Suspension Bridge, N. Y. From Suspension 
Bridge and Black Rock, the Erie tracks will be used 
into the city of Buffalo. The Wabash will have the 
right to handle any traffic, freight, passenger, mail or 
express, ‘‘through,” or to and from local stations and 
junction points. Until the Spring change of time ta- 
ble the passenger trains of the Wabash will continue 
to run from Detroit as now, over the Grand Trunk 
via Glencoe, London and Hamilton to Suspension 
Bridge, but after that time they will run over the 
new “Wabash Line,’”’ via Glencoe, St. Thomas, Wel- 
land and Suspension Bridge. 

Mileage on all cars delivered to the Wabash at Buf- 
falo, Detroit, or any intermediate junction point, will 
be settled for by the Wabash. Freight traffic for 
points on the new line between Suspension Bridge 
and Black Rock and Windsor will be handled as local 
Wabash business. The lines east of Detroit will be 
— as the Buffalo division, headquarters at Buf- 
alo. 


The Lone-Star Fight. 


Judge Bryant, sitting in the Federal Circuit Court 
at Galveston, Tex., has made permanent the prelim- 
inary injunction restraining the Atchison, Topeka & 
Santa Fe, the Missouri, Kansas & Texas and the In- 
ternational & Great Northern from demanding pre- 
payment of freight charges on freight received from 
the Lone Star Line, on the ground that it is a viola- 
tion of the Interstate Commerce Act. The roads 
will appeal the case. The defense of the rail lines 
was substantially as set forth in the answer 
filed by the Missouri, Kansas & Texas, viz.: that the 
Lone Star Line is not a common carrier; that no 
conspiracy was attempted against that line at the 
recent meeting of the Southwestern Traffic Bureau; 
that its action in serving notice upon the Lone Star 
Line requiring prepayment of freight charges was 
the result of its contract with the Mallory Line, and 
not of the action of the New York conference; that 
it has a joint traffic arrangement for through rates 
and through billing with the Mallory Line, and does 
not purpose to require the Mallory Line to prepay 
freight charges; that by reason of this arrangement 
the Lone Star Line will not be obliged to do business 
at a losing rate in order to compete with the Mal- 
lory; that it is perfectly willing to receive from and 
deliver to the Lone Star all freights consigned to it, 
but only on the same basis as to and from other con- 
nections with which no contract exists. 


The Canada Atlantic Export Freight Line. 


The arrangements that have been made by the 
Canada Atlantic to compete for a share of the grain 
and other traffic from Chicago to Europe, which were 
briefly reported in The Railroad Gazette last week, 
are more fully described in a letter from an officer 
of the road, published at Chicago, which says: 

‘Tt is our intention on the opening of navigation 
to put on three boats from Chicago to Parry Sound, 
the capacity of which will be in the neighborhood of 
3,000 tons each, which will call at Milwaukee; also, 
two boats from Duluth, with about the same capac- 
ity. At Chicago we have leased a duck between the 
Ogdensburg Transit Company and the Lehigh Val- 
ley Transportation Company’s dock, on which there 
is being erected a warehouse about 425 feet long, 
with an average width of 110 feet. At Parry Sound 
we have an elevator now ready for the handling 
of grain with a capacity of about 1,250,000 bushels, 
and will have a warehouse 600 ft. by 80 ft., also a 
flour house 600 ft. by 80 ft., together with 2,500 ft. 
dockage accommodation, on a 22-ft. water line. We 
are also building at Coteau Landing, on the St. 
Lawrence River, at the mouth of the Soulanges 
Canal, a transit elevator of 500,000 bushels’ capacity, 
which will handle 240 car loads a day, also a ware- 
house and docks of sufficient dimensions for the 
handling of flour and package freight, our idea be- 
ing to float our grain and package freight to Mon- 
treal and deliver alongside of the ocean vessels in 
Montreal harbor,” 


Chicago Traffic Matters. 


Chicago, March 2, 1898. 


Roads interested in water transportation are now 
somewhat disturbed over the question of lake line 
ditferentials. Both the Eastern and Western roads 
are anxious that the differentials by lake and rail 
be reduced, and a joint meeting to this end is to be 
held here this week to take action on the matter. 

Michigan lines have refused the request of the roads 
in the Central Passenger Association to accept their 
mileage ticket between Toledo and Detroit. 

Western roads have as yet reached no conclusion 
as to how to meet the competition of the Canadian 
Pacific on North Pacific coast passenger business. 
The Interstate Commerce Commission has suspended 
the long and short haul clause, but that will not 
help them out, unless they adopt regid rebate regu- 
lations for otherwise the scalpers will have a chance 
to demoralize intermediate fares. 

The 5,000-mile interchangeable mileage ticket of the 
Central Passenger Association is to be withdrawn, 
only about 200 books having been sold in 1897. 

The trouble over fast trains between Chicago and 
Denver has practically been settled. The presidents 
have agreed that excess fares shall be charged on 
these trains. What the extra fare is to be is now 
under consideration by the passenger men. 

The headquarters of the Lackawana and the Trad- 
ers’ Despatch fast freight lines have been removed 
to Chicago from Buffalo. 

The Railroad Commissioners of this State have pre- 
vailed upon the stock yards people here to reduce 
the price of corn per bushel to live stock shippers so 
that now it may be had for less than a dollar, the 
price that has been in force for years. 

The opening of navigation is now near enough to 
have its effect upon eastbound rates and all com- 
mcdities are being cut worse than was the case a 
week ago. This is particularly true in the cases of 
some of the weaker lines. 

Eastbound shipments from Chicago and Chicago 
Junctions to points at and beyond the Western Ter- 
minus of the trunk lines, for the week ending Feb. 
2!, amounted to 165,383 tons, as compared with 170,775 
tons the preceding week. This statement includes 
102,723 tons of grain, 14,079 tons of flour and 17,674 
tons of provisions, but not live stock. The following 
is the statement in detail for the two weeks: 

Week Ending Week Ending 





February 24. February 17. 

Roads. Tons. Ecc. Tons. Ee. 
Baltimore & Ohio......... 7,792 4.7 7,246 4.3 
C.,.©., Cie St. Louls...- 13,399 8.1 24,458 14.3 
MAD oiscdssa: letscieeceesse se 19,742 11.09 14,562 8.5 
Grand "Trink: 0.65086 .. 18,073 10.9 20,564 12.1 
) gh: RE? Se” ie - a 21,557 13.0 26,217 15.3 
Michigan Central ........ 20,966 12.7 19,611 11.5 
ok Ge 2. | Sa Pe 18,761 11.4 12,547 7.4 
Pitts., Cin., Chi. & St. L. 11,317 6.9 13,516 7.9 
Pitts., Ft. Wayne & Chi. 22,684 13.7 21,411 12.5 
WHONRER accics cnceccscsrocsts 11,092 6.7 10,643 6.2 
EAI ince coco es ecsion care 165,383 100.0 170,775 100.0 


The Canadian Pacific Controversy. 
From a Special Correspondent. 


Chicago, March 1, 1898. 

‘The present fight between the American lines and 
the Canadian Pacific over passenger rates to and 
from North Pacific coast points is a natural se- 
quel to the old ‘trouble over differential rates of 
fare. The demands of the Canadian Pacific for a 
differential on North Pacific coast business was 
strongly opposed by the Western lines for a long 
time, but finally, in order to secure the co-operation 
of the Canadian line, in the immigrant clearing house 
agrement, the differential was conceded on Port- 
land and San Francisco business. Then the Cana- 
dian line demanded a differential business to Vic- 
toria and Vancouver—its own stamping ground. 
This demand the Western lines firmly resisted, 
whereupon the Canadian Pacific proceeded to take 
the differential. The Western lines, if reports are to 
be believed, have weakened a good case by attempt- 
ing to overcome this differential by secret cuts, in- 
stead of making an open fight and forcing the mat- 
ter to a settlement. The Canadian Pacific charges 
that at least two of the Northwestern lines have 
been resorting to underhanded methods, and this is 
the reason given by the Canadian line for the sweep- 
ing reduction in rates recently made. 

The Canadian Pacific is not asking sympathy and 
probably expects to receive little, as it has repeat- 
edly antagonized the American lines and refused to 
become a party to any agreement which would pre- 
vent it from making any rate it chose whenever it 
saw fit. It has been apparent for at least two years 
that the efforts of the Western lines to bring the 
Canadian Pacific into the fold would be futile. 

The American lines, unfortunately, have never 
been united in any practical plan to meet this com- 
petition. The Easiern trunk lines have always taken 
a languid interest, and as they did not suffer ma- 
terially, they were not inclined to do much to help 
the Chicago-St. Paul lines. If it had not been for 
the co-operation of the Grand Trunk the North- 
western lines would, in many instances, have been 
entirely shut out of business from St. Paul and 
beyond to the Atlantic seaboard. Now that matters 
have assumed so serious a phase and the prospect 
for the entire demoralization of all North Pacific 
coast passenger rates for the spring is so alarming, 
the American roads have quite unanimously agreed 
that something must be done to stop it. It can be 
done if the Eastern and Western lines will only 
put aside their petty squabbling. and make com- 
mon cause in the matter. The suspension of the 
long and short haul clause by the Interstate Com- 
merce Commission will assist materially in bring- 
ing about a settlement of the war if the Western 
roads are able to keep the demoralization out of 
territoy other than the northwest and protect their 
tickets from manipulation by scalpers. This they 
say they will be able to do. Whatever may be the 
outcome of the present fight, it is quite possible that 
the Canadian Pacific has stirred up a hornet’s nest 
and may eventually wish it had not pressed the 
differential question beyond the limits which the 
Western lines were willing to concede. As is well 
known, there are many and long-standing griev- 
ances over freight as well as passenger rates, and 
the present trouble has revived the demand for the 
withdrawal of the bonding privilege from the Cana- 
dian Pacific. Already the Portland (Ore.), Chamber 
of Commerce has petitioned Congress in the mat- 
ter- 1A W. A. 
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